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proposition, must be wrttten out on the same. 

The party to any proposition which may be ac- 
cepted, will be required to enter into contract imme- 
diately after the acceptance of the same. 

The Directors reserve to themselves the right to 
accept or reject proposals that may be offered, as 
they consider the interest of the company to require. 

JOHN B. JERVIS, Chief Engineer. 
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New York, 22d Feb., 1848. 
A Geod Example, and Worthy of Imitation, 
Though not an admirer of imitation, and imitators 





To Contractors.--Hudson River Railroad. 


The attention of Contractors is called to the fol- 
lowing notice of the Hudson River Railroad Com- 
pany, which we find in the Commercial Advertiser 


—the engineer having iradvertently omitted to send 


it to this Journal, where all contractors look, of course, 


for stich notices ; and where they should, of course, 
alieays be first sent. 
for such omissions, knowing, of course, that they 
are inadvertencies. It is very opportune, however, 
to'this number, as in it we commence the publica- 
tion of the able report of the engineer upon the lo- 
cation of the road from Fishkill to Albany, and shall 
complete it next week. 


UDSON RIVER RAILROAD.—Nortice 
for Proposals,= Sealed proposals will be re- 


ceived by the Directors of the Hudson River Rail- 


road Company. at their office, 54 Wall street, until 
the 15th day of March, for the Grading, Masonry, 
Piling and Bridging for that portion of said road 
which extends from Break Neck Hill'to Poughkeep- 
sie, a distance of about twenty miles. The work to 
be completed by the Ist day of April, 1849, accord- 
ing to the plans and specifications that will be sub- 
mitted for examination as hereinafier mentioned. A 
reserve of 20 per cent. on the monthly estimates wil! 
‘be retained by the company until the contract is 
, as security for performance. No trans- 

fer of contracts will be recognised or permitted. 
The maps and profiles of the line, the plans of 
work, the form of contract, and specifications of the 
manner of executing the same, will be ready for ex- 
amination on and afier the 10th of March, at the of- 
fice of the Resident Engineer, Cold Spring, for that 
rtion of the line between Break Neck Hill and 


ishkill Landing : and at Poughkeepsie for the re- 
mainder ofthe line. On the 15th of March the maps, 


es and plans of work ‘will be presented at the 
office of the company, 54 Wall street. . 


The line will be divided into convenient sections, 


We, however, make allowance 


generally, yet there are some things which we should 
admire to see more frequently imitated in this coun- 
try, as good would result thereby to others than to 
the Railrvad Journal. 

The particular example to which we now refer, 
and which we should like to see often imitated—was 
set by a gentleman in the west, having the manage- 
ment of a railroad, who in December, 1846, remitted 
fifty dollars in payment for the Railroad Journal, to 
be sent to his company, directors and himself, for 
the year 1847—and who has now imitated his own 
example, and remitted fifty dollars more, to pay for 
the same periodical for the same parties, up to Jan. 
1, 1849! and we should belie our own feelings were 
we to refrain from saying that his liberality and his 
efforts are duly appreciated, as anch acts and imita- 
tions are rare—yet we trust that this will not be 
“solitary and alone.” 





Pennsylvania State Railroads. 

We are indebted to Wm. B. Foster, Jr., E<q., for 
a copy of the annual report, for 1847, of the super- 
intendent of motive power and of repairs on the 
Portage (Pa.) railroad, which, together with that of 
the Columbia road, we shall give entire, that our 
readers may see. the working of railroads under 
State management, as compared with those built and 
worked by companies. 





Reading Railroad. Annual Report. 

We have not yet received a copy of the annual 
report of this company.— Why not # 

The Boston Post is in error in saying that “ there 
were 97,800 tons of coal carried over the Philadel. 
ohia anf Reading railroad during the week ending 
Feb. 24th, 1848.” It should be since January Ist. 
including the week ending Feb. 24th, 





tions ; the party proposing, to state whether they de- | 


9 en econ sree nace 
| Muscogec Railroad. . 
We learn by letters from Columbus, says the Ma- 
con Messenger, of 23d ult., that the eastern division 
|of the above road, extending-from Barnesville, to a 
point one mile beyond the Flint river, has been con- 
tracted for by Mr. Jolin Gray, of this city, anda 
Mr. Timberlake, and that the work will be com- 
menced at an carly day. The act of the last Legis- 
lature authorised the Macon and Western company 
to endorse the bonds of the Muscogee company to the 
amount of $350,000. That endorsement has been 
authorised by the company to the amount of $250,- 
000, provided the funds be applied to the construac- 
tion of that part of the road east of the Flint. * Un- 
der this guarantee, added to the private subscriptions, 
we see no reason why the work should not be rapid- 
ly pressed forward to completion. 





Columbia Railroad Receipts. 
Collector’s Office, Philadelphia.and. Columbia rail- 
road, March 1, 1848. The following shows the col- 
lections at this office : 
Amount as per last 


report $10,5°8 60. 12,523 26. . 23,081 26 
Do. month ending 
16,270 36 


Feb. 29, 1848... $6,047 15. .10,223-21.. 





Whole am’t since s 
Nov. 30, 1817. .816,605 75. .22,746 47. .39,352 22 
Same time last year.... 2... . 38,889 54 


sess eeeese $462.68 


Bangor and Waterville Railroad, 

The estimated cost of the Bangor and Waterville 
railroad is $700,000. The result of the survey is 
said to be very favorable, and the company will 
speedily proceed with the work. 


eeeeece 
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See Your Ticket, Sir? : 

The American practice of examining the tickets 
of passengers is not in use in England, but another, 
not uncommon here, seems to be alsv in occasional 
use there, as will be seen by the following item, from 
the Chronicle: “ We are glad,” says the editor, “ tc 
observe a disposition on the part.of companies to 
teach the public honesty, and check the practice of 
riding in superior carriages, when the fare for an 
inferior carriage has been paid. On the 11th Janu- 
ary, Mr. R. Wright and Mr. R. Rhodes, of Wigan, 





and Mr. T, Johnson, of Pemberton, 2 ed before 
the magistrates, at the sessions in Manchester each 
charged wih atlempling to defraud the Londop gpd 
North Western railway, by riding from Manehester 


—— 


ee 
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% Wigan, in a first class carriage, with second and 








SS TELS 





and a route found which passed Poughkeep 


third skets, The charge was pressed by the |sie, about half way between the above line 
posh aicintad ods " fits He obence acd the rr and intersected it about two 
1 of Poug 


is extremely difficult to detect, except by the adop- 
tign of regulations for inspecting all tiekets at diffe- 
rent places on the journey, which regulations would 
oceasion considerable inconvenience and annoyance 
to the passengers generally; and therefore it was 
urged that the public are jn reality equally interest- 


, ed with the company in the punishment of offences, 


of this character. The magistrates appeared t» take 

the same view of the offence, and inflicted the full 

penalty. allowed by the by-law under which the 

charge was made, viz: 40s. and costs against each 

of the defendants. 

New York and Albany Railroad, Location 
from Fishkill to Albany. 

After a thorough and eritical examination of the 
line from Fishkill Landing to Albany, both on the 
margin of the river, and upon the table land, the 
following able report was made by Mr. John B. 
Jervis, the engineer, which places the subject before 
the public in a very clear light, “In this, as in most 
other 1éeations of important lines of communication, 
or public works, local interest makes a strong effort 
to bring it past its own door, losing sight of the 
principle which ought to govern ia such cases—viz: 
the general convenience and the greatest good. 

In this work it becomes a very important matter 
to obtain the best possible grades, as it will have in 
the F-u leon river, the most powerful competition that 
it could have except another equally well built railroad ; 
of this no one could be better aware than the able 
engineer who has charge of the work, and therefore 
he has endeayored, and with entire success, as we 
think, to. show that the Jine on the margin of the 





_river should be adopted in preference to the one on 


the table land, even though the latter would pass 
through, or nearer to, the centre of the principal 
villages. 

We might call attention to particular parts of the 
report, as being entitled to particular a'tention, but 
ho one commencing it will be content until he has 
read it through, therefore we give it entire without 
further comment. 

Orrice or tuk Hopson River R. R. Co., 
Eneinecer Department, 
New York, 12th January, 1848. 
To the Board of Directors of the Hudson 

River Railroad Company. 

Gentlemen—l have the honor ef present- 
ing @ report on the question of the location of 
the line of road from 

FISHKILL TO GREENBUSH. 

Examinations and surveys have been dili- 

gently proseeuted by Mr. Clark, the locating 


engineer, and he has submitted a detailed 


report with estimates on two routes. I[n pre- 
paring the lines for each route, surveys have 
necessarily been run over a great extent of 
country, in order to find the most favorable 
line for each. In tbe original syrvey of Mr. 
Morgan, the point of divergence from the 
tiver was at Fishkill, rising gradually, and 
as it approached Wappinger’s creek it fol- 
lowed the eastern slope of the valley, passing 
neur Houstonville, and crossing the creek 
east of the falls. The line then -inclined 
westward, intersecting the old post road, and 
continuing near it until it reached the eastern 
part of Pou proagele: This line was found 
to be 80 unfavorable that a new point of di- 
vergence was taken at Wappinger’s cresk, 


miles nor hkeepsie. This portion 
of the line was found about one mile shorter, 
and much less expensive than the original 
or eastern line, and therefore it was decided 
to adopt it for this portion of the interior 
route. As the maps submitted herewith will 
show the line better than any written de- 
scription, they are referred to for information 
on this point, 

The river route generally follows along or 
near the shore of the river. At Poughkeep 
sie, Staatsburgh, and. Barrytown, it passes 
back from the river, in order to avoid inter- 
fering with docks, at the first and last place, 
and’a sharp bend in the river at the other. 
In these departures the grade rises from 20 
to 30 feet above that on the immediate shore 
of the river. The grade at Albany was 
taken at 22 feet above low water in the river, 
and gradually declined, keeping above the 
influence of the freshets. until the point was 
reached where the freshets of the river do 
not raise the water above flood tides ; from 
this point the usual level above the river was 
taken, 

‘he comparative result of the estimates has 
been different from what was generally ex- 
pected. Afier diligent surveys, the best line 
that could be found for the interior route fiom 
Fishkill to a short distance noith of Staats 
burgh, is so expensive as to have but little 
superiority over the river route. 

From near Staatsburgh to Hudson, the 
general character of the interior route is 
highly favorable, offering a very easy line to 
grade, comparing very advantageously with 
the river line opposite. ‘I'he line continues 
favorable from Hudson to about six miles 
north of Kinderhook village; but from this 
point to near Albany, it is of a very expen- 
sive character, so much so that it raises the 
estimate between Hudson and Albany about 
$100,000 above that of the river route on the 
corresponding section. 

The main difficulties on the interior route, 
it will be seen, occur in ascending from the 
river to the table land. At the north end it 
passes a series of deep ravines and clay 
tidges. The table land could have been 
reached with a much less expensive line, if a 
grade of 30 feet to the mile had been adopted; 
but this was regarded as incompatible with 
the great object to be secured. 

The following tables show the degree and 
amount of curvature and straight line on each 
route, and the inclination of the several lines, 
or gradients of the road, with the elevation 
and depression on each route: 

SUMMARY OF CURVES AND STRAIGHT LINES, 


River Route. 
No. Length Radii Deflection Total de- 
of ofcurve in in degrees, deflection 
curves, of same feet, 
defleetion, 
miles. 


0348 2062 41° 45' 
1490 2475 191 

15418 3094 1480 (5 
0664 3375 33 
1523 3713 124 10 
G716 4125 495 29 
2976 4641 194 





wes Sade 


1093 5305 51 20 


14 «2363 6188 113 30 
2 2 
a Ps 

— —_— 28028 39 ’ , 


Total curv’d cet 3 
“ straight “ 48-375 


Total length in 
WOR Fis ccs 83 





SUMMARY OF CURVES AND STRAIGHT LINES. 


Interior Route 
No. Length, Radii Deflection Tota 





of of curve in in de- deflection 
curves. ofsame feet. grees, _in degrees, 
deflection z 
in miles. 
3. 0818 2062 1169 
5 O184 2475 24 
34 8578 3094 834 18’ 
3 1289 3713 105 
23 3347 4125 252 36 
4 1-462 4641 95 20 
27 10094 6188 528 15 
5 1808 6188 528 15 
- 2014° 29° 


Total curv’d line..27:580 
“ straight “ 54-885 


Total length in 
miles. 40 cs ens 82:465 
River Route. : 


Table of grades and level lines between Fishki]! 
Landing and Greenbush, 


{ 
Inclination Ascent Decent Total 


Distance 
in miles. per milein in feet. in feet. ascent 
feet, level. & descent. 
49 312 Vitae’ 
9204 0:271 2:50 2 5Q. 
5993 0-500 3:00 2.00° 
1759 1-136 2:00 2:00 
2-454 2445 6:00 6:00 
1: 5:00 5-00 5-00 
2250'S 22:50 
3:007~) 30. 
2006 = . 20: { 
25055 f 10:00 25.f 12750 
1-503 5 | 15: 
1 503 * 15. 
0-504 15. 750 750 
83-000 83:50 70.00 15350. 


Interior Route. 
Table cf grades and level lines between Fishkill 
Landing and Greenbush, 


Distance Inclination per Ascent Decent Total 


in miles. mile in feet. in feet. infeet. Ascent 
& descent. 
8888 
5276 From3to 4 880 II 19-80 
1012 “* 6to 7 7 7 
940 ‘to 8 704 704 
1-553 * §8to 9 8:00 5 13-00 
2:454 « 10 24-54 24-54 
634 " 10 to ll 687 687 
1-636 aie «| - 18 18 / 
2-515 “ Ilto12 2278 6 Fai 
4970 “ 12to1S 6228 6 
1-963 “ 13 to 14 Q7 27 





7056 0=—* 14to 15 10263 10263 
1-411 “ 15tol6 22 22 
13-023“ 16to17 15993 57-18 21711 
28807 “ 17 22228  267:35 489-63 
0327 “ 17-040 5°90 5:90 
82-465 53651 515°071051-568 


From the tables of curves, which show the 
linear arrangement, it appears that the interior 
route has six and a half miles more straight 
line, and seven hundred and eighty-eight de- 
grees less curvature, than the river Toute ; 
the minimum and maximum radius being 
the same on each route. The length or dis- 
tance from Fishkill Landing to Greenbush 
being on the 


Interior route.......... mb hua « « shave ?...62°465 miles. 
River POMC... cus rccsccgeccce 60s GOO. ff 








The river line is longest by.......... 0535. * 

















The line may be extended from half to 
three-fourths of a mile further north, depend. 
ing upon the point that may be selected for a 
termination ; but assuming it may be half a 
mile, the distances will be respectively on the 
Interior route .... 140+ eee ceeenee cers 82-965 miles. 
River MOGI. 60. oe ccc c cee cece cece 83500“ 

The tables of gradients, or planes, show 
the maximum grade of the river route to be 
10 feet per mile, (excepting half a mile ex. 
tending south from the Poughkeepsie depot, 
which has a grade 15 feet per mile ; but as 
it occurs where the trains must stop, it is not 
regarded as of any practical importance.) 


Interior route .... 0... ccs eee eens 17 feet per mile. 
The total rise and fall is on the 

Interior route...... ceves cece cece ¢os. 1051-58 feet. 

River route........... die kb 8 ENR eevee 153:50 “ 


The highest summit above the river grade is 
On the interior route........ +++-218 feet. 
On the river route 30 “ 

In linear arrangement the interior route is, 
say half a mile shorter, and has six anda 
half miles more of straight line. The curves 
on both lines, with a small exception, are on 
large radii, being from 3094 feet to 9282 feet, 
and admit of being traversed at high velocity. 
Ia this respect the lines may both be consid- 
ered as good, the preference being with the 
interior, both as to directness and distance. 
In the more important matter of gradients, or 
planes of the road, the river route is materi- 
ally superior. 

No estimate has been made for land re- 
quired for the road on either route. Experi- 
ence having shown tbat the real value of 
land, when taken for such purposes, has Jittle 
to do with the question, provided two things 
are settled, namely, the line of the road, and 
the determination to proceed with its con- 
struction. 

In connection with this subject it may be 
remarked, that the land required for the inte- 
rior route, for the greater part, passes through 
a fine agricultural country, and, to a greater 
or less extent, unavoidably traverses culti- 
vated fields, The river line occupies mainly 
the rough and uneven ground along the 
shore of the river, doing little real damage, 
except as it disturbs buildings at the villages. 
In some places the wharves will require to 
be extended, and this is provided for in the 
estimates. ‘Toa very great extent the con- 
struction of the road will improve the appear- 
ance of the shore; rough points will be 
smoothed off, the irregular indentations of 
the bays be hidden, and a regularity and 
symmetry imparted to the outline of the 
shore; thus, by a combination of the works 
of nature and of art adding to the interest, 
grandeur, and beauty of the whole. How- 
ever strongly this may now be objected to by 
some, it is confidently believed that before 
two years shall have passed after the comple- 
tion of the road, none will be found willing 
to have the road removed. 

To some extent, conditional contracts for 
land have been made on both routes, which 
will doubtless be submitted by the land com- 
mittee, and the board will judge as to the in- 
fluence of land damages on this question of 
location. 

The estimated cost is as follows :— 














* ae as < 
rading, including masonry 
and bridging.......... «++. $2,079,159 
Extending wharves........+ «+s 30,000 
POnCiDg .es. cee secceccceceee , 82,200 
2,191,359 


Add for contingencies and su- 











rintendence at 10 percent. 219,135 
* ; - ——— $2,410,494 
Interior route, 
Grading, including masonry 
and bridging............+- $1,616,465 
PONCE . 60's gs ioe vodde duce -- 85,200 
1,701,665 
Add for contingencies and su- 
perintendence at 10 per cent. 170,166 
———— 1,871,831 
Interior less than river route........0+ ses. 538,663 


The estimate is made for grading for a 
double track to Poughkeepsie on both routes, 
and a single track from Poughkeepsie to 
Albany-—the masonry and bridges for a 
double track throughout. 

The estimate would not exceed the above 
on either route, more than $200,000, to pro- 
vide for a double track throughout. ‘The 
difference will be less in proportion to total 
cost on the river route, in consequence of the 
river walling, which is a heavy item, and 
will be the same for a single as for a double 
track. 

Having presented a statement of the gra- 
dients of the two routes, it is now proposed to 
investigate their comparative advantages in 
the working of the road. In doing this, it 
will be the object to present the subject in a 
manner as free as practicable from technical- 
ities, and if it do not appear clothed in a strict 
professional form, it is believed the board 
will not the less be able to understand and 
appreciate it. As the passenger and freight 
trade will be affected somewhat differently, 
it appears proper to consider them separately. 
In doing this, the engines and their power, 
and the resistance they must overcome, will 
be especially the subjects of discussion, 


ENGINES FOR PASSENGER TRAINS. 

The medium by which a locomotive exerts 
its power on the load, is the adhesion of what 
are termed its driving wheels, to the rails. 
If this adhesion be not sufficient, the wheels 
will slip on the rails, and though the engine 
may turn the wheels, the load will not move 
forward. In any event, therefore, provision 
must "be made for so much adhesion in the 
driving wheels as will be sufficient to enable 
the engine to move with the load it is intend- 
ed to transport. The capacity of the boiler 
to generate steam, determines the actual pow- 
ofthe engine. This power being settled, the 
load the engine can transport will be in a 
ratio varying inversely with the velocity with 
which it is to be moved; but the medium 
(adhesion) by which this power-is transmitted 
will be in direct proportion, not to the veloci- 
ty, but to the load. 

This may be illustrated by supposing an 
engine capable of moving a load of 100 tons 
at the rate of 15 miles per hour. Now the 
velocity may be increased so that the engine 
can only carry 50 tons, though working up 
to her full capacity of generating steam ; but 
the weight of the load being reduced one 








563|ing wheels, 






half, the amount of adhesion in the engine 
eoreny to set it in motion is also redueed 
one half, The adhesion of the driving 
wheels, therefore, may be reduced ay 
velocity is increased, the power of the engine 
remaining the same. . 

It is important to keep distinctly in view, 
that the actual power of an engine dienes 
by its capacity to generate steam, while the 
adhesion required to apply this power to the 
load, will be in proportion to the load, and 
the load will vary according to the velocity 
with which it is moved, 

A passenger train is required to move 
more rapidly than a freight train, and, con- 
sequently, requires less adhesion in its driv- 
The practical consideration of 
this question of adhesion depends materially 
on the character of the road and the cireum- 
stances of its passenger trade. If heavy gra- 
dients occur occasionally on the route, or 
heavy loads are to be carried, that do not re- 
quire great speed, it is necessary to provide 
more adhesion to enable the engine to exert 
its power at a reduced velocity. 

Passenger engines in this country are 
generally made with two pairs of driving 
wheels, a practice which [ consider to have 
arisen from the frequency of heavy gradesand 
the necessity of carrying heavy loads, at a 
corresponding diminution of velocity. This 
may do very well where no competition 
exists, and a moderate velocity will afford 
sufficient accommodation to control the trade; 
but it is not applicable where high velocity 
and the greatest economy are required in 
working the road. av 

The advantages of one pair of driving 
wheels over two pairs are—First; less num- 
ber of working parts in the machine, by 
which the risk of accident and the cost of re- 
pairs are diminished. Second: The ma- 
chine being more simple, works more effeé- 
tively; and Third: By substituting a simple 
pair of bearing wheels for one pair of large 
driving wheels, from one and a half to two 
tons are saved in the weight of the engine, 
while its power is not reduced. These are 
considerations of great importance in afi ef- 
gine designed to run at high velocity. — 


In England it is believed to be the uniform 
practice, on roads on which a high velocit 
is Maintained, to use engines with one pair 
of driving wheels, for their fast trains. — 

Perhaps there is no road that, from its 
gradient and the importance of running at 
high speed is better adapted to, or fnore 
urgently demands the use of engines with 
one pair of driving wheels for its passenger 
trade, than the one under consideration. The 
|investigation will, therefore, proceed on the 





basis of éngines with one pair of driving 
wheels, and they will ‘be assumed to be ca- 
pable of workj g up to their adhesion, at the 
speed with which it is intended to run. 
The adhesion of a driving wheel will be 
in a ratio of the weight with which it bedts 
upon the rail, This ratio will be affected 
by the condition of the rail, When dry, de 
washed by a heavy rain, the rail is regarded 
as in its best state for adhesion ; and, when 
slightly wet by dew, or mist, in its feast fa. 
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vorable state, if we except white frost and 
snow, which at times nearly destroy it. In 
a fair state of the rails, this adhesion is equal 
to 16 the insistent weight, and 18 is regard- 
ed as a safe basis for the usual, or ordinary 
condition of the rails. For a passenger bu- 
siness 1 10 is considered a proper ratio for 
general calculation; allowing for a larger 


range in the condition of the rails, and at the|same in amount, in ascending an inclination 
same time providing for the occasional occur-jof 20 feet per mile; and in proportion for 
rence of an extra load, which it may be ne-jany other,inclination,. It therefore appears, 


cessary to attach to the engine. 


The question has been dwelt on more at 
length, on account, not only of its importance, 
but because the views entertained are some- 
what at variance with the general practice in 
this country. 


B-fore proceeding to calculations of the 
load. an engine will move, the principal 
sources of resistance will be briefly noticed. 
They are 

‘First—That arising from the friction of 
the cars.» It is usually estimated that 8} ‘bs. 
is a power sufficient to draw one ton of 2240 
lbs. on a level, ‘This has been reduced to 6 
lbs. on the best carriages on English roads. 
It.is probable that a similar reduction will in 
tine be effected in this country, but as we 
must commence with cars, not differing ma- 
terially from those now in use, it is best not 
to anticipate improvements, so far as to make 
them the basis of conputation at this time. 
Bight.and a half pounds, therefore, will be 
taken as the basis for friciion. 

Second.—Air offers a resistance that is 
very small at low velocities; but. as velocity 
is increased, it becomes important. This is 
approximately determined, by ascertaining 
the area of that part of the train which is ex- 
posed, when in inotion, to the impact of the 
air and the yelocity of its motion. With a 
train of five passenger cars moving at the 
rate of 35 miles per hour, this resistance 
would require a power of about 400 Ibs. to 
overcome it; and if, in addition to this, the 
train should meet a head wind, blowing at 
the rate of ten miles per hour, the resistance 
would be increased to about 660 Ibs. Shuuld 
such a current of wind, however, blow io the 
direction of the train’s motion, the resistance 
would be reduced to about 200 pounds. It 
therefore appears, that wiile the train moves 
at the same. rate, this resistance may be very 
different, varying according to the force and 
direction of the wind. The speed of the 
train, however, must be maintained in all 
cases, and power must. be at command to 
meet the ordinary circumstances of this re- 
sistance, At the same time it woud not be 
economical to provide at all times power suf- 
ficient to meet the resjstance of extraordinary 
head winds—jt would be Lest in such cases 
when a heavy train is to be moved, to use an 
extra engine. ‘These remarks are sufficient 
to show the importance of this element-of 
resistance, and such provision should be made 
for it-as appears to be demanded for the pro- 

r conduct of a passenger train, A wind 
Diswing atthe rate of 10 miles per hour, is 
a very;cammon occurrence, and as it must 
be against the train in one direction, it would 
hardly be prudent to provide tess power than 


sufficient to meet this amount of atmospheric 
resistance, 

Third.—The resistance from gravitation 
in ascending an‘ inclined road, which will 
vary according to the angle of ascent. If 
the resistance from friction be taken at 8} 





pounds per ton of 2240 ibs., the resistance 
from gravitation will be essentially the 


that to draw a load up an ascent of 20 feet 
per mile, requires double the power needed 
to draw it.ona level. It must not be inferred 
from this, that an engine will draw half the 
useful load up such ascent, that it would on 
a level; Jor, in moving up the ascent, the 
resistance from the gravitation of the engine 
and tender must be deducted from the power 
that was available on the level to carry use- 
ful load, and the difference in effect, caused 
by this deduction, will be in the ratio which 
the weight of the engine and tender bears to 
the usefv! load carried ; consequently, it will 
be greater for a train moving at high veloci- 
ty than for one moving at a low velocity. 

The first and second elements of resistance, 
viz., friction of carriages, and the impact of 
ther air, occur to a train moving on a level ; 
the resistance arising from gravitation, io 
uddition to these, occurs on an ascending 
plane. 

The weight of an engine assumed for the 
following computation is— 

16 tons, with,7 tons (15,680 Ibs.) on one 
pair of driving wheels, 

Weight of tender 14 tons. 

The ton used in these calculations is 2,240 
pounds. 

Adhesion 110 the insistent weight on 
drivers, 

Friction of cars 8} Ibs. per ton. 

Resistance of air 650 Ibs.. due to a velocity 
of 35 miles per hour, against head wind of 
10 miles per hour. 


The gross load includes the éars and their 
load, and is exclusive of the engine and tender. 


15,680 
Then we have Ty =1,568 lbs., tractile 


; 1,568—650 
power of the engine, and ~ a ee 


(tender) =94 tons, gross load on a level. 


To determine what portion of this the en- 
gine will carry up an ascent, we must first 
deduct the resistance arising from the gravi- 
tation of the engine, which will be found 
(having assumed the resistance from friction 
of cars as equal to an ascent of 20 feet per 
mile) by taking such fraction of the weight 
of the engine and tender as will be in the 
same ratio to its full weight as the inclination 
of the plane is to an ascent of 20 feet per 
mile: and deduct the same from the gross 
load on a level, before stated; the remainde: 
raust be divided by a number that will ex- 
press the resistance from both friction and 
gravitation of cars. 

We have then for ‘an ascending plane of 

94—(8+7) 
=62 66 tons 


10 feet per mile “hee | 
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4—(136+119) 


17 feet. per mile=- 185 





tons gross load, 

For the several planes embraced in the 
preceding computations, the gross load due 
to the adhesion, as assumed, appears to be 


Ona level line........... wong cce.nmes 94:00 tons. 
On ascent of 10 feet per mile........... 5266 
On ascent of 17 feet per mile........... 30-03.“ 


It is assumed (and fully believed) that the 
engine may be made to generate steam soufli- 
cient to move the loads above stated, on the 
respective planes, at a velocity of 34 miles 
per hour, and make average time, including 
stops, of 32 miles per hour; at this speed the 
trip between New York aud Albany woul 
be performed in 43 hours, 

If the road were constructed uniformly on 
either of the planes embraced in the above 
computations, the load expressed would be 
the measure of useful effect on each, But 
this is not the case on either of the two routes 
under comsideration, as has been shown in 
the table of grades before given. It is there- 
fore necessary to see how these results will 
be modified by the different planes, and their 
lengths on either route. 

The ratio of adhesion has been taken at 
1-10, and if the velocity of the engine be re- 
duced, a corresponding increase of load may 
be taken, provided the adhesion be sufficient 
to transmit the power to the load. It has 
been stated that the maximum adhesion is 
16 the insistent weight, and for short dis- 
tances it may safely be taken at 1-8, if not 
17; but let it be 1-8, which will be an in- 
crease of 25 per cent. Now if the velocity 
be reduced to 25 miles per hour, the resist. 
ance from air will be reduced, according to 
the ,basis of the calculation of that resistance, 
250 pounds. If this power be applied to 
overcome the friction and gravitation of addi- 
tional load, it would be equal to the traction 
of 30 per cent. of the gross load in this case, 
and we may, therefore, safely add 13 to the 
load, if this reduction in velocity is permitted. 
By this reduction in velocity a loss of time is 
caused, half of which may be regained by an 
increase of speed on the descending planes, 
when the power of the engine will be aided 
by the same amount of gravitation, which 
was overcome in the ascent. This question 
will be further modified by the intervening 
planes of lighter ascent and descent, and those 
that are level. 

Not to go into too much detail, it may suf- 
fice to assume that all the grades on the inte- 
rior line that are below 14 feet per mile, will 
permit the engine to maintain an average 
speed of 35 miles per hour; and those above 
this, being for the most part 16 and 17 feet 
per mile, will cause some retardation. For 
the river line, all that are at and under five 
feet per mile, will also allow the maintenance 
of an average speed of 35 miles per hour, 
and all over this being 10 feet per mile, will 
cause some retardation. The time required 
to perform one mile at therate of 25 miles 
per hour, is 6861000 of a minute greater 
than at the rate of 35 miles per. hour, and. if 
half this is regained by increase of speed on 
the descending . planes, the loss of time per 





gross load. 


mile of heavy plane in the ascent, is equal to 
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343-1000. of a minute. Multiplying the 
number of miles in each plane by this frac- 
tion, will give the total loss of time caused 
by the proposed in:rease of load, and is 
_ For the interior line— 
25 312 miles, a 343 = 8 682 minutes. 
For the river line— 
6,625 miles,a 343=2272 “ 


Difference in favor of river 

line 6410 

A grade of half a mile in length, of 15 feet 
per mile, occurs on the river line, which has 
been included in the length of road having a 
grade of 10 feet per mile, but has not other- 
wise been considered, for the reason that it 
terminates at the point designed for a depot 
at Poughkeepsie, where the speed would ne- 
cessarily be reduced for the purpose of stop- 
ping the train, and because its length is not 
sufficient to produce any practical impedi- 
ment to the progress of the train. 

From the computation above stated, it ap- 
pears that the loss of time by the interior, as 
compared with the river line, will be about 
6} minutes; but this loss, in consequence of 
the extra length of the river line, being main- 
lya level, would have some advantage over 
the undulating plans of the interior line. It 
does not, however, appear important to enter 
into further details. 

it is necessary now to determine the num- 
ber of passengers that may be transported, or 
that will make up the load of the engine. 

For through passengers, with the usual 
allowance for baggage, the following estimate 
has been prepared : 

A car capable of accommodating 50 
passengers, is estimated to weigh, 

when empty, . 
50 passengers at 150 lbs. each, - 
Baggage, at an average of 40 Ibs., with 

twice and a half the weight in car 

to carry it, is equal to 140 Ibs. per 
passenger, and 50x140 gives for 
gross load of baggage and car 


= - 7 “ 


7 tons. 
334 


312 


To'al for 50 passengers 13 46 
Equal to 364 passengers per ton of gross 
load, 

Consequently, we have on the several 
planes above investigated, as follows, (adding 
1 3 on the ground before stated,) viz: 

Passengers. 


94x3 64=342 

X3:64=255 
On ascent of 17 ( 
feet per mile, N 


On a level 


On ascent of 10 
feet per mile, 


52:66 
52 66+ —— 
3 


3703 
3703 | —— > x3'64=180 
3 
The trains would probably average 2-3 of 
a full load, and the number of passengers 
then would be 


On-a level - : . 228 
On ascent of 10 feet per mile - - I70 
. 17 ‘3 : 120 


If the running velocity be reduced to 30 
miles per-hour, and an average of 26 miles 
per hour; including stops, as for a way train. 
the load may be increased about 1-3 of the 
above, and the average would be, 





Passengers. 

On a level - : 304 
On an ascent of 10 feet per mile, 227 
“ 17 “ 160 

The great difference of the loads on the 
several planes arises from the causes before 
mentioned, and the large amount of power 
required to overcome the resistance of the air, 
which, being nearly the same on all the 
planes, must first be deducted from the power; 
thus reducing the usefu! effect, and varying 
the ratio of the weight of engine and tender 
to the total load transported. 

To increase the load on the 17 feet ascent, 
to that above given fora 10 feet ascent, it 
would not be necessary to increase the power 
of the engine in the proportion above stated. 
The resistance from air would be essentially 
the same, and it would only require sufficient 
additional power to overcome the resistance 
from friction and gravitation, which would 
be about 25 per cent. This, however, does 
not affect the correctness of the above com- 
parison ; it only shows that for a larger en- 
gine the ratio of useful effect would compare 
somewhat more favorably for the heavy 
planes: for the larger engine, if on a 10 feet 
plane, atthe same velocity, would carry a 
corresponding increase of load, leaving out 
of view one element of resistance common to 
both. 

The class of engine assumed in the pre- 
ceding computations, is one that is regarded 
as well adapted to a high velocity. It may 
be found expedient to adopt a larger class ; 
but for the work it may do, this will proba- 
bly operate as economically as any_ other, 
and therefore, the comparison is-a good one 
for the several planes. 

Such an engine may be run at an expense 
of forty cents per mile, and the repairs of 
cars, road and stations, and all other expenses, 


-will be fully provided for at forty cents more, 


making the total expense per mile run, eighty 
cents. Touse a larger class of engines, will 
increase the expense of repairs, both of en 

gines and road, and require a corresponding 
increase of fuel. The addition of twenty five 
per cent. to the weight and power of the en- 
gine, is estimated to add ten cents per mile to 
the expenses for power. ‘he data from 
which this result has been obtained, are not 
yet clearly settled, ae it is not known what 
the comparative influence of heavy and light 
wheels is on the cost of both engine and road. 
The question is regarded, however, in its ap- 
plication to high velocities, as quite import- 
ant, and experience may show it to be greater 
than provided for above. As the planes will 
extend a cont-olling influence over the whole 
road, it appears that the expense of a train 
carrying the same number of passengers by 
the interior route will be $14 20 more than 
by the river route. 

The averave number of passengers, as be- 
fore stated, for a train moving at 35 miles 
per hour, on the river line is 170. ‘I'he cost 
of transporting them will be as follows: 

On the river line, 
On the interior line 
170 passengers at $1 50=§255. 





Receipts over expenses: 


$115 20 
129 40 









On the river line, = - $139 80° 
On the interior line, 125 60 
The cost of transportation per passenger 
at speed of 35 miles per hour, is— 
By river line, 67 8 10 cetits. 
By interior line, 761-10 * 
Difference in favor of river line 8 3-10 cis. 
In a large passenger train, at a speed of 
about 22 miles per hour, or so as to make 
the time between New York and Albany 64 
hours, an engine with two pairs of driving 
wheels, and weighiog 20 tons, would be able 
to transport— ty 
On the river line, 500 passéfgers. 
On the interior line, 375 sis = 
This cost would be the same in either case, 
except the difference in the additional cars for 
the larger number, which is estinrated af 10 
cents for each passenger; or $13 50 on 135, 
which is the excess in the number of pas- 
sengers. ie 
The cost is estimated for the tiain— . 


River line, at - - $140 00 

Interior liae, at - - 126 50 
Cost per passenger : 

River line, : : 28 cents, 

[nterior-line, - - 33710 « 


If the load be reduced | 5th for an average, 
the cost will be, on the— 
River line, 35 cents per passenger. 
Interior line, 42 1-10 $ 
The preceding computations show two 
important features in the economy of a pis- 
senger traffic, viz: That arising from larve 
trains, or a full load, as compared with @ picr- 
tial load; and that arising from a mod! me 
velocity, as compared with a high velocity, @ 
speed of 32 miles average velocity costing 
about double that of 22 miles, 
To be Continued. 
St. Lawrence and Atlaitic Railroad, 
Continued from page 134, 
Eneineer Department, Sr L, & A.R.R., 
Montreal, January 10, 1848. 
How. A. N. Morin, President, ", 

Sir: | have the honor te sebmit my second 
annual report of the operations of this depart- 
ment, 

The Montreal division of your road éx- 
tending to the township of Acton, a distance 
of 45 miles, was placed under contract in the 
fall of 1846, but the season had so far ad- 
vanced as to allow of but a small amount of 
work being done before its close, 

At the commencement of the past season, 
measures were early taken for the advance- 
ment of the work, under the immediate su- 
perintendence of R. T. Bailey, Esq., resident 
engineer, who had made the location. 

The late and unfavorable opening of tke 
spring, the scarcity of laborers, and the finan- 
cial affairs of the company, during the past 
season, did not permit so vigorous a prosecu- 
tion of the work as was desirable—yet very 
good progress has heen made. 

Under these circumstances it was deemed 
advisable to place the force principally on the 
work of the first 16 miles extending from the 
St. Lawrence to the Richelieu river, in order 
‘hat the embankments might become consal- 
idated, and the laying of the track be comt- 
\menced early the coming season. This worl 








a 
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is in an advanced state, and may be complet- 

‘and opened for use in the month of Au 
gust next. : 

The grading on the east side of the Rich- 
elieu river will, in the meantime be urged 
forward, and completed at the same time, and 
the extension of the track on this part of the 
line will be much facilitated by the use of the 
road for transporting building materials. 

A considerable amount of this grading and 
masonry is, however, already completed, em- 
bracing the heavy embankment forming the 
east approach to the Richelieu river bridge, 
- and the culverts and embankments required 
in crossing several large ravines at the base 
of Beleil mountain. The work is in pro. 
gtess on other Sections of the road, and there 
are now about five miles of the grading com- 
pleted on the east side of Richelieu river.— 
(1 the heavier portions of the work, the 
grading will be continued through the winter. 

The Richelieu river bridge is an important 
structure, and a Jarge amount of work has 
been done upon it. This bridge consists of 
six spans of 150 feet each, and a draw near 
the west shore of 55 feet span. ‘I'he super- 
structure is to be erected onthe plan of Howe’s 
x i patent, having iron bearings, and 
to be of the decked form, the track resting 
on the top chords. The wood work is de- 
signed for a single track only, the trusses be- 
ing placed 12 feet apart in the clear, giving 
a top width of about 18 feet. 

he masonry is designed for a double track 
and when the second track is required, it may 
be added by adding the third truss to the su 
perstructure, 

~ The foundations of the piers and abutments 
are from 45 to 50 feet below the grade of the 
oad, and in water varying from 3 to 8 feet 
in depth at low water. 

There are six piers and two abutments, in 
cluding the masonry for thedraw: the foun- 
dations of the abutments, and of all the piers 
except tivo, are in, and the masonry carried 
wp,-ten feet above low water. Nearly all the 
stone required for completing the masonry 
are dressed, and delivered ready to be laid in 
the spring. 

‘A large portion of the timber and iron re 
quired for the superstructure is delivered, and 
the whole work, it is confidently believed, 
will be finished by Angust next. 

The country through which the first di- 
vision of your road is located, presents a uni 
form and even surface, and is generally in a 
high state of cultivation. 

“The roadbed: is mostly on embankment 

varying from three to six feet in height, which 
is formed generally with earth excavated from 
side ditches. _ 
_. This gives a dry and permanent roadbed, 
and facilitates the removal of snow from the 
track in winter. The grading is for a single 
track, having a width of roadbed in excava- 
tions of 22 feet, and on embankment 15 feet, 
with slopes in the ratio of one and a balf feet 
base, to one foot rise, : 

The lignment of this division of the road 
naybe.considered highly favorable, nearly 
95 per-cent..of the whole distance being 
straight Iine. ‘ sti 
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' The following is a synopsis of the grades: 


AONE Cras sau aiiins cca aed en see os 13-20 miles. 
From 1 to 10 feet per mile............ 1239 “ 
Do. 10 to 20 _ SR RR BEEN: ge 
Do. 20 to 30 AL tk” Cpe abated 469 “ 
Do. 30 to 40 eT ee ee SR, Re 363:...“ 
Do, 40 to 45 BP et ee el al 2 
Total distance’ ii ei * 


The track of your road consists of longi- 
tudinal sills, 8 x 12 inches square, embedded 
in gravel or broken stone. Cross ties of Ta- 
marack timber, 2 12 inches thick and 6 in. 
wide, are inserted in the upper side of the 
sills by a dovetail joint, and retained in their 
places by wedges of the same description of 
timber, 

The ties have a shoulder of three-quarters 
of an inch abutting against the inner side of 
each sill, which with the action of the wedges, 
draws the whole together to an exact line, 
and effectually prevents any spreading of the 
track, 

When it is required to renew ties, it is 
only necessary to knock out the wedges, re- 
move the defective tie, and insert others with- 
out disturbing the iron. 

The surface of the tie and the longitudinal 
sill is on the same plane which gives a con- 
tinuous bearing for the rail. 

The rail is of the bridge pattern, weighing 
63 Ibs. per yard, and is laid along the centre 
of the sills, to which it is spiked at intervals 
of about 3 feet. The joints of the rails are 
secured by cast iron chairs, 5 inches wide, 
8 inches long, and three-quarters of an inch 
in thickness, weighing about 11 Ibs. each. 

There are three upward projections in the 
chaig, the two outer ones. being equal to thie 
thickness of the base of the rail ; the middle 
projection is one inch in height, and fits into 
the cavity in the centre of the rail. 

The chairs are fitted into the sill even with 
its surface and spiked down, the head of the 
spikes lapping over the base of the rail,which, 
together with the projection io the chair, pre 
vents any displacement of the joints. 

This form of fastening permits the removal 
uf a rail without disturbing the adjoining one 
or the chair. ‘To provide for the changes in 
the length of the bars, caused by variations 
of temperature, the extremes of which are 
very great in this climate; also, to guard 
against a troublesome longitudinal movement 
of the rail, always experienced on railways, 
a centre plate of about half the weight of the 
joint chair is-inserted, . This plate has a seat 
for the rail similar to the chair, having two 
inward projections fitting intd openings cut 
in the base of the rail of corresponding size. 
This retains the rail in its position longitu- 
dinally, while it requires the movement from 
change of temperature to take place from and 
towards the centre of each rail, provision be- 
ing made for this by leaving sufficient space 
between the ends when the iron is laid, 
This description of track is less liable to 
derangement from frost, and costs much less 
for repairs, than a track with cross sills. The 
motion of the cars is easier and moré agree- 
able to passengers ; there is less danger of 
accidents, and when they do occur, are usual- 





ly less disastrous, “The cost of répairs ol 
machinery is also materially diminished -by 


NS 
the smooth, uniform, and slightly elastic sur- 
face, afforded by the continuous bearing. 

All the timber required‘for the track of 80 
miles of road, has been contracted for, to be 
delivered at different periods on the line, and 
at such periods as will allow the whole to be 
laid the coming season, 

There are 1600 tons of iron delivered, 
which is sufficient for 16 miles of track, and 
the remainder can be ordered at such time as 
the progress of the work will require its use. 

The business of acquiring the titles to land 
for roadway and stations, having been per 
formed by the engineer department, it is pro- 
per that I should here allude to the subject. 

In December, 1846, Mr. Bailey was ap- 
pointed by the board, commissioner for nego- 
tiating for the right of way, and securing to 
tho company in due form, titles to all the lands 
required for the purposes of the road. 

The duties of this office have been per- 
formed by Mr. Bailey, in addition to his du- 
ties of resident engineer of the first divisicn 
of the road. 

From the report of that gentleman on this 
subject, it will be perceived that this has been 
a most arduous and responsible service; un- 
usually so, owing to the great number of pro. 
prietors to be settled with, there being 304 in 
a distance of 30 miles. The farms are usu. 
ally long and narrow, and the road crosses 
them in the most unfavorable manner. 

Under these circumstances, it becomes ne- 
cessary to construct numerous crossings, pas- 
sageways gates, etc., which rendeied the final 
settlement of all claims not only difficult and 
tedious, but added materially to the expense 
of construction. 


I have the pleasure to state that, of the 304 
claimants, 279 have been settled with, and 
conveyance made to the company, and in 
nearly all of the remaining cases, the terms 
upon which the company are to receive the 
land, have been agreed upon. Little, there- 
fore, remains to be done to close up the whole 
business of right of way for 30 miles of road, 
except the making of the payments, and the 
execution of the deeds for the remaining cases. 


Of this distance, 23°7 miles have been set- 
tled by negotiations with the proprietors, and 
the remainder by arbitrators; the average 
cost of this distance, including notarial and 
all other expenses, has been £9 per arpent. 


The total cost of all the land required for 
roadway, and stations for 30 miles of road, 
including all expenses, will be £9,215 15s., 
which does not vary materially from the ori- 
ginal estimated cost. A large amount of 
ground has been purchased for the St. Law- 
rence terminus, which will afford ample ac- 
commodation for the most extended business, 
The building of the gates and fence re- 
quired for this 30 miles of road, have been 
contracted for on favorable terms, 

‘The total disbursements made through ‘this 
department, up to the close of the fiscal year 
was £80,529 2s. 8d. 

Plans, specifications, etc., are completed 
for the wharf at the terminus, for depot build- 
ings, and the various descriptions of cars) re- 





quired for the business of the road. 
I would propose that the buildings be of a 























cheap character ; of sufficient dimensions to 
accommodate the anticipated business of the 
road for several years, reserving the means 
of the company for the more important pur- 
pose of extending the road into the country. 

As the road is extended, and its business 
increased, enlarged buildings of a more per- 
manent character may be erected, suited to 
the wants of the road when completed. 

The surveys for the extension of the road 
were commenced in May last, at St. Hya- 
cinthe, under the superintendence of W. H. 
Vining, Esq., an engineer of much experi. 
e.ce, and continued till the 1st of December. 

It was deemed advisable to organize but 
one party of engineers, which should be un- 
der the immediate direction of a competent 
engineer, who should inspect personally the 
whole country, as the surveys advanced. 

These surveys cover a great extent of coun- 
try, the whole of the main line of the road 
having been surveyed to the boundary line 
at Canaan, Vermont, and also the branch to 
the line at Stanstead. 

The nature of the country is such between 
the Yamaska and St. Francis rivers, as to ‘e- 
quire a number of trial lines to be run, with 
a view to a selection of the most favorable. 

The road is straight after attaining the ta- 
ble land on the east side of the Richelieu ri- 
ver, to a point about three miles east of St. 
Hyacinthe, giving a tangent, passing this 
place and crossing the Yamaska river, of 
nearly 15 miles in length. 

From this point, and from St. Hyacinthe, 
several lines have been surveyed, extending 
the road on a straight line, to a point in the 
valley of Moose river—a distance of about 
16 miles, crossing the country between the 
Yamaska and Black rivers, and the latter 
stream three quarters of a mile above its 
most northern bend. 

These lines cross the Black river twice, 
and require the channel of Moose river to be 
c ianged slightly at two points. 

It is desirable to trace other lines across this 
section of country, one ef which should pass 
the northerly bend of Black river, with a 
view of avoiding the construction of the two 
bridges required for the present lines. Other 
portions of the country between Moose river 
and the St. Francis, require some further ex. 
plorations, to determine on the best ground 
for the final location of the road. This, how- 
ever, with our present knowledge of the fea- 
tures of the country, may soon be accom- 
plised. 

The examinations of this year, demonstrate 
conclusively, that still further improvements 
may be made on this part of the line, which 
will result in a material reduction of the gra- 
dients and the cost of the work. 

The surveys have been extended through 
the valley of the St. Francis, and a final lo- 
cation of the road made for a distance of 22} 
miles. Considerable curvature is required 
for this part of the line, but the grades are 
generally easy, and the work, with some ex- 
ceptions, is not of an expensive character, 

This line leaves the St. Francis valley at 
Lennoxville, thence the vallies of the Massa- 
wippa, Mozs, Coatticook and Lach, streams, 
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are followed by the various routes surveyed 
to the boundary line of the United States. 
The diverging point of these several lines 
is about one and a half miles south of Len- 
noxville. From this point to the boundary, 
the country is more irregular, requiring hea- 
vier curvatures, gradients and work, than on 
other portions of the road. [t is on this di- 
visicn that the more elevated section of coun- 
try, dividing the waters of the St. Lawrence 


jand the Connecticut rivers, is crossed. 


‘There are several routes by which the 
boundary may be reached, two of which have 
been examined, and also the branch line to 
Stanstead. 

The remaining main routes, and several 
subordinate ones, connecting those already 
surveyed, must be examined before a decision 
can be made as to which the preference should 
be given for the final location of this part of 
your road 

From the character of the country it be- 
came necessary to survey many of these lines 
with great care, for the purpose of compari- 
son ; and in case of their final adoption, they 
may be regarded as actuai locations. 

The aggregate length of line surveyed the 
past season is over 150 miles, of which 70 
miles are approximately located, 34 miles de- 
finitely located, and the remainder experimen- 
tal lines. 

For the accomplishment of so great an 
extent of surveys by only one party, I am 
indebted to the energy and skill of Mr. Vin- 
ing, and the gentlemen acting as his assistants. 

‘he maps, profiles and estimates, are in 
progress, and as soon as they are completed, 
[ shall be able to submit for yeur considration 
the details and results of these surveys. 

1 have the honor to be, Sir, 

Your obedient servant, 
A. C. Morton, Chief Eng. 





Daties of Shareholders and Directors. 

We cepy the following just remarks of the able 
editor of the London Railway Chronicle, in relation 
to the duties of railway directors and shareholders.— 
We look with a good deal of interest for the reports 
ot the principal English railway companies; and 
shall endeavor to publish some of the principal of 
them when received. 

FORTHCOMING HALF-YEARLY REPORTS. 

The general meetings, on the eve of being 
held for the production of the last half year’s 
accounts, will in some respects ¢xceed in im- 
portance any that have hitherto taken place. 
The condition of railway property, for some 
time to come, will depend in a great measure 
on the nature of the reports to be made, as 
well as on the conclusions announced and the 
measures determined upon at these meetings. 
As regards the business during the last six 
months on lines that are fully at work, it will 
be a matter of serious interest to all concerned 
to know what endeavors have been made to 
obtain from the gross receipts the largest 
possible share of net income, and what suecess 
has attended such endeavors. That directors 
will have generally felt the importance of 
strictly controlling the current expenditure, 
under the circumstances of the last half year, 
we cannot permit ourselveg*to-donbt. ‘The 





clear profits realised on the working- business; 





they must know to be the object of peculiar 


gards the proprietors’ satisfaction for their 
past outlay, and with a view to theit confi 
dence in the further operations which are still 
before them on so large a scale. Ata time 
when the money demanded for the latter is 
not raised without difficulty, it will naturally 
be desired that of the earnings of the money 
already invested, the fullest possible advan- 
tage should be taken; and as the value of 


year’s accounts will be great, on the othet 
hand, will the appearance of a contrary re- 
sult be in no little degree discouraging. ‘T'o 
this subject we called especial attention at an 
early period of the half year now, ended— 
we pointed out some months since the neces- 
sity of studying, by every means consistent 
with the efficiency of the service, to econo- 
mise expenditure, and to arrange the working 
business in the most profitable manner for 
those concerned in its results. 

There can be no donbt whatever that, with 
due regard had to these important objects, 
much may have been effected in both ways. 
The reports of the half year’s business, to 
which we shall look with more than usual 
interest, will show how far they have been 
attained by the directors in each company re- 
spectively. 

On many former occasions we have had to 
remark the passive attitude of proprietors at 
general meetings, when this topic was pre- 
sented to them. From them, in such public 
assemblages, at least, directors have rarel 
heard the slightest expression, from which it 
could be discovered that the profits of the bu- 
siness were at all a subject of concern to them 
—that they were highly interested in obtain- 
ing the best possible dividend by the utmost 
care applicable to the husbanding of its earn- 
ings; or that any peculiar anxiety existed in 
their minds with respect to the future income 
of their capital. . This seeming apathy has 
often surprised us; it is probable, however, 
that a very different feeling will be displayed 
at the forthcoming meetings Nor shall we 
be at all sorry indeed, to see a change in this 
respect, provided the proprietors—as will 
sometimes happen—do not run from one ex- 
treme ‘to another; although it may be sin- 
cerely regretted that the motive which is like- 
ly to quicken their attention to this most es- 
sential part of their afforts should be found 
in the somewhat declining appearance of their 
property. 

We have often said, and we now repeat, 
that we have no sympathy with captious in. 
quiries, and ignorant suspicions of the direc- 
tors whom a company have deliberately en- 


a groundless distrust, can only disorder pro- 
condo, Midchuita ge prsesedl stgansaiie nd 
in other ways prejudice the interests at Leake. 
But without falling into any such Courses, 
the propri when periodically cafled to- 
gether, may, with the utmost advantage, make 
own to the directors, temperaiely and 
ly, the importance which they ¢ 
rattacit to the: 











we are now speaking ¢ 


solicitude at the present moment, both as te 


practical evidence to this effect in the half — 
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trusted with the charge of theit undertaking. ' 
The vague desire of opposition, no less than - 


lain ' 
iden 
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It-is due to themselves ; it is no less a duty 
they owe tothe board they have chosen, to 
represent to it what they. feel to be the main 
objects. of their association. This may be 
done without. in the least entrenching on the 
confidence, generally, and very properly, re- 
posed in their directors ; to whom the friend- 
ly. instructions of the company, on occasions 
which are especially appointed for the ex- 
pression of its views and wishes, cannot be 
otherwise thaa useful, and can in no sense be 
deemed either. distrustful or intrusive, while 
conveyed in a proper manner. They are in- 
deed the guarantee against vexatious differ 
ences, between a board and its constituents, 
When these arise, it will generally be found 
that the breach has been preceded by a long 
period during which the shareholders have 
given the directors no trouble whatever, leav- 
ing matters to take their course, until at length 
the results of the proceedings they have gone 
on passively regarding, or blindly approving 
of, begin to tell disagreeably on themselves. 
Their impatience at this stage, is usually in 
exact ratio to the indifference preceding it ; 
and the proprietors may then be seen quar 
relling with the consequences of measures, 
for which their own neglect of any previous 
caution, or hint to the directors, makes them 
as fully responsible as those whom they are 
at last angrily disposed to censure. Against 
such contingencies the best remedy—before 
the business begins to wear a doubtful aspect 
—is the frank and amicable communication 
of the proprietors’ opinion to their directors ; 
a proceeding useful to both at all times, but 
most especially apt to show its good effects in 
seasons when straitened means and somewhat 
clouded prospects may render it absolutely 
necessary that the management of affairs 
should be so handled as to secure the chief 
and immediate object of these undertakings, 
im preference to others more inconsiderable 
and remote, 














Gutta Percha. 

‘The Boston Courier gives the following interest- 
ing and important letter from Prof. Webster, of the 
Massachusetts Medical College, in relation to this 
recently discovered article, which bids fair to be of 
great utility for a variety of purposes. 

if-we are not mistaken, the enterprising ‘ India- 
rubber King,’ H. H. Day, of New York, has fitted 
out am expedition to Borneo, with ample apparatus 
for collecting this useful material. We have heard 
thatsuch is the fact, and if it is so, we shall surely 
know more about it—as he seldom touches an arti- 
cle, or a business, that does not adhere... Such.at least 
has been his operations in the India-rabber line ;— 
and we wish him ample success in this new enter- 
prise. +N 

This substance was first brought under the 
notice of the Society of Arts in England, in 
1843,, by. Dr, Montgomerie, who obtained 
specimens of it at Singapore in 1842. The 
tree from which it is procured is stated by Sir 
W. J..Hooker to belong to the natural order 

ape It is found in abundance in many 
places in the island, and in some dense forests 
atthe extremity of the Malayan peninsula. 
It is also found on the west coast of Borneo, 
and is called there Niato, ‘The tree attains 





a considerable size, even os large as six feet 
’ | 
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in diameter. The timber is of little or no 
value, on account,of the lvose'and open cha- 
racter of its tissue ; but it bears a fruit which 
yields-a concrete oil, used for food by the na- 
tives, Gutta Percha is contained in the sap, 
and is procured by felling a magnificent tree 
of 50 or 100 years’ growth, the bark is strip- 
ped off, aud a milky juice exudes, which is 
collected and poured intoa trough, formed by 
the hollow stem of the plaintain leaf. Ou 
exposure to the air, the juice coagulates,— 
From 20 to 30 lbs. is the average produce of 
one tree. This wasteful process is adopted 
to a very large-extent, as may be conceived 
from the amount now imported into England, 
being many hundred tons annually. 

This substance is imported under two forms 
—in thin scraps like clippings of white lea. 
ther, and in rolls formed by rolling these lay- 
ers together in a soft state, In the mass it 
contains various impurities, which must be 
removed before it is applicable to some uses. 
It is purified by kneading in hot water, and 
then appears of a whitish gray color, ductile, 
soft and plastic. 

At and below the temperature of 50, gutta 
percha is hard as wood; it is excessively 
tough, and offers great resistance to an ex 
tending power. A ring made from a slip 
half an inch wide and one tenth of an inch 


in thickness, | find will support a weight of 


150 Ibs. without breaking. It has a good 
deal the appearance of horn, with a some- 
what fibrous texture. At a temperature a 
litle below the boiling point of water, it be- 
comes soft, and is then easily cut and moulded 
into all varieties of form. It may be cut 
while thus soft, and by slight pressure united 
again as firmly as before. 


Several patents have been taken out in 
England for methods of applying gutta percha 
to a vast number of purposes, to all those 
where caoutthouc has been so long employed 
and.o:hers. It is manufactured into thread 
for piece goods, ribbons, paper and other ar. 
ticles. Hancock’s patent is the most compre- 
hensive, who unites it with caoutchouc and 
another substance called jintawan, by which 
an elastic material results, impervious to and 
insoluble in water. The hardness and elas- 
ticity of the compound are varied by varying 
the proportions of the components. From 
this a curious substance is made, which is 
light, porous and spongy, suitable for stuffing 
the bottoms of seats, cushions, mattrasses, etc. 
Springs for clocks, clasps, belts and strings 
are made of it. By giving it greater hard 
ness, it may be formed into picture frames, 
incredibly tough canes, door handles, buttons, 
combs, and maps for the blind, receiving and 
retaining a clear sharp impression. It has 
been proposed to apply it as a stopping for 
decayed teeth, being perfectly harmless. It 
can be united with coloring matters, and may 
then be imployed in printing ; the colors so 
printed will probably prove as lasting as the 
fabrics or materials on which they are im- 
pressed. Several months since I received a 
few specimens.of this curious substance for 
examination.. It was found. to possess so 
many valuable and useful properties, and to 
resist the action of avater, acids, and many 





‘chemical agents so effectually, that I became 


desirous of obtaining sufficient for the forma- 
tion of tubes for the conveyance of gasses, for 
the cementing brass caps to jars, and other 
laboratory purposes. In prosecuting experi- 
ments upon the specimens [I first received, -I 
arrived ut a method of dissolving the gutta 
percha, and of applying it to any surfaces, 
without the aid of heat. Since receiving a 
larger supply of the substance, I have pre- 
pared from it a variety of articles—tubes, pa- 
per and cloth vessels, wholly impervious to 
water, sheets as thin as gold beatei’s skin, or 
as thick as aboard, and have had a pair of 
shoes made from leather prepared with the 
solution, which are perfectly water proof, and 
have been put together without sewing, pegs, 
or nails. ‘These shoes are pronounced by 
the maker stronger than he could make them 
by the usual method, 

Having been called upon to examine the 
action of the Cochituate water upon the ma- 
terials from which the pipes for its distribution 
in houses will probably be made, I have sub- 
jected the gutta percha to its long continued 
action. ‘The water bas recvived no impreg- 
nation whatever, has acquired neither taste or 
sinell, and tubes filled with it have not been 
ruptured by the freezing of the water con- 
tained in them. Believing that, could a sup- 
ply of gutta percha be obtained, it would -be 
preferable to any other material, especially as 
regards the health of the community, I took 
measures for obtaining all the information 
abroad that could be arrived at. The result 
is, that the supply of gutta percha in Eng- 
land is as yet not equal to the demand.— 
Nearly all the raw article that goes to Eng- 
land has as yet been bought up by one com- 
pany ; but still it 1s to be had in the usual 
course of trade. ‘I'he increasing uses for it, 
and consequent demand, have much raised 
the price in the past year. The price at late 
sales was 11d. per Ib., to 1s. 3d., according to 
quality, in the rough Jumps in which it is. 
imported from India to China. Little or no 
tubing had been made, even experimentally, 
and none sold up to Dec. 2d. But the price 
of tube about #ths inch diameter, and of the” 
usual thickness of lead pipe, it was thought 
would be about 7d. per foot. On the 18th of 
December the company were not much more 
forward in their ability to supply tube. 

I learn from Washington that several ap- 
plications for patents for manufacturing gutta 
percha have been made, but as yet no patents 
had been issued, although the company in 
London had sold their rights to parties in the 
United States, 

It may be added, that the solvent I have 
discovered for gutta percha, is entirely differ- 
ent from ¢ther or spirits of terpentine, in which 
it had been dissolved in England; that~the 
solution requires no heat, and takes place ra- 
pidly, the original property of the gutta re- 
maining unaltered. With a little of this so- 
lution, the stop cocks could be firmly attached 
to the tube, or a leak closed by any person, 
and the trouble and inconvenience so often 
experienced where lead pipes are used, would 
be got entirely rid of J. W. Wesster. 


Lab, Mays. Med College, Jan. 24th, 
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Parcel Traffic on the English Railways. 

We continue this subject from the Railway Chro- 
nicle, as we deem it one of much importance to rail- 
road companies in this country, as well as in Eng- 
land. 


If individuals can pay railroad comparies for 
transporting crates of packages, and send a special 
agent by every train to have charge, and to deliver 
packages by the way; and then keep offices, clerks, 
and teams, in each principal city, to receive and de- 
liver articles, why is it not worth the attention of 
railroad companies to do the same business on their 
own account, when they will be their own carrier— 
having a baggage master on the train, office and 
clerks at each principal stopping place—and can do 
the same service at half the cost to the community, 
and large profit to themselves. It seems to us that 
it is a legitimate, and may be made a very profita- 
ble, part of their business. 
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We shall continue to publish the articles on this 
subject as they come to hand; and endeavor to show 
that not only the companies—the stockholders—but 
also the public have a direct and deep interest in the 
adoption of a “railway parcel traffic,” on the cheap 
system. 
Practical Suggestions for Increasing the 

Parcel Traffic on Railways, vic., etc.; 
Continued from page 113. 

17. The next inquiry is into the nature of 
the service which the railways afford to the 
public in return for this profit of 74 per cent, 
the charges to the public, and the principles, 
if any, which appear to determine and regu- 
late those charges. . 

The following table exhibits the rates, the 


weight, and the distances, in the transit of 


parcels which are or were recently allowed 
by several of the most important railways :— 


18. Tuble Showing the Charges and Allowances for Weight made by some of the Largest Railroad Companies, 
for the Carriage of Small Parcels. 








Margate 101, or 


“| Pre- 
Distance in miles. sent 
rate, 
1, London & N. Western.|Under 40......... 0s. 8d 
Bit RDFA. eee 010 
(8: MOR ee te: 1 0 
©. GD, 00ers 1 6 
EN ccee cee 2 0 
2. Eastern Counties...... \Bishop Stortford? |g ¢ 
| 32, and under... 
Cambridge 52...... 07 
Brandon 88........ 9 8 
3. Great Western....... Onlord Cie sa0s-c0s 0 10 
Reading 36........ 09 
Chippenham 94....} 1 3 
ESEISOE BID oi occ ccne 1 3 
Exeter -194......... 1 6 
4. South Western....... Any place between 
Farnboro’,. Lon- >| 0 8 
don, etc., 31..... 
‘ae 
1 4 
Sauthampton 78....) 1 0 
Gosport 88......... 1 6 
Salisbury 94....... 20 
5. York and N. Midland.|London to York 220.) 2 6 
York to Birm. 128..| 1 6 
“Sheffield 52.) 1 0 
“« Filey 50....)0 6 
6. South Eastern........ London to Dover 88.) 1 0 
any intermediate >| 1 6 
place........00. 
7. Brighton & S. Coast— 
London and Brighton, or 
any intermediate place..|50) ........... 0005 1 0 
Or any place on br. lines .|83 ........ 2... sees 1 6 
London to Hastings. .... 20 
London to Havant....... DG tA cu eis. 0008 chee 2 6 





























19. This table shows what a total absence 
of all principle there is at present regulating 
the charges for small parcels on railways. 
There is disagreement as respects the rate, 
limit of weight, and the allowance of dis- 
tance. All, however, agree in avoiding the 
adoption of that minimum charge per pound, 
which is fixed afier a certain point. The 
lowest, or commencing charge of the Eastern 
Counties, and York, and North Midland, is 
6d.; the London and North Western and 
South Western is 8d,; the Great Western is 





9d. ‘The London and North Western take 


16 lb. 40 miles for 81.; the South Western 


take 28 Ib. 30 miles for 8d.; the Great West- 
ern take 12 lb. 36 miles for 9d. 


20. The London and North Western dis- 
regard any distance under 40 miles, or be- 
tween 40 and 80 miles; the Eastern Coun- 
ties disregard all distance under 30 miles ; 
the Great Western under 36 mites; the 
South Western under 31 miles; the York 
and North Midland under 50 miles; but 
each and all fix a uniform rate by wetcnT 
after a certain starting point. 

21. The nearest approximation to a prin- 





eiple of charge seems to resolve itself into-an 
average rate of about 4d. per !b. for'40 or 50 
miles after a certain fixed maximum weight 
is attained ; but all the railways shrink from 
applying their rates at a low point, and: the 
reason undoubtedly consists in the excessive 
charges incurred in the receipt and delivery, 
and in the great amount of risk and responsi- 
bility which the present state of the law fixes 
on railways. ‘eT 

22. It must not be forgotten that this 
charge of +d. per pound for 50 miles includes 
not only carriage on the railway, but the far 
more costly items of the receipt and delivery 
of the parcel, and that too in many cases by 
agencies independent of the railway, such as 
coaches and small carriers. What propor- 
tion of parceis have to bear the cost of an in- 
dependent agency, for receipt and delivery, it 
is not very easy to determine accurately, and 
not very important to be known. 


etic tel Seo eiancitiet 23. It is very difficult to ascertain the cost 

«Ibs. max wt of this agency precisely, which varies from 

under 16) 4d. |Above 16 Ib. 4d. per Ib. 21. to 3d. and 4d. each parcel for delivery, 

| 06 : oy per a without regard to the weight or size of the 
ae sede ib parcel. Thus, I believe, the London and 
| aii North West to th ts, who tak 
| 1s “ Qd. per Ib. ort es ern pay to the agen Ss, who 6 
ve rates do not apply to parcels | 2d. for 00K IN at least in London, noth- 
Abo d | Is' 2d. for “ booking,” at least in London, noth 
cars omy Bry the —— ing for receipt, but 4d. for the delivery of 
| viciniti e several s . ‘s “he Po 
nor to those proceeding by branch age ane peas ing ae es of 
coaches, for aya special rates me > cg ; an ri oth > 
may have been fixed. am. n small towns and other . places 
not spe- | Small parcels packed per ewt.,| Within certain moderate distances of the sta- 
cified. 4 3 ; ‘ 3 
2s. Gd., and 3s. exclusive of tions, the receipt and delivery are managed 
collection and delivery. by the railway itself and its own porters. . 
under 12 = rots id. per e) inci 24. These charges, calculated at the max- 
Dee ae oer et eo delivery [imum weight which they cover, are certainly 
4d. per Ib. } and delivery tow * Bat 'l th thes 
12 |Above 4d. per 4 included. |very low; but, low as Mey are, they cannot 
14 |Above 3d. per lb. —_ compete with those - ~ post 
ahve office or the carriers,owing to the in 
under 28) 028 which they are assessed. ‘nates 
Collection at the stations, and y 
under 56) O21 | | Gclivery within eertain dis-| 20 No one, however, can reasonably con- 
“ 112) 0-14 tances included. tend that the charge already established, sa 
3 eo os | at the rate of td. per pound for 50 miles, is 
« é not quite as low as is necessary for the pub- 
112) 02 | J ot q ‘ : : y P 
« 15) 2 |Above 15 Ib. 2d. per Ib. lic, and quite as high as is necessary for the 
“ 12) 14 ||Above 12 Ib. 14d. per Ib. railways, seeing that it yields a profit of 80 
& 2.) Above 25 Ib. 4d. per Ib . H 
« 721 4 [Above 12 Ib. ad. one Ib. per cent. after paying all expenses. But the 
« 14) 0805 question arises, is there any rationale for dis- 
Above 28 Ib. 3d. per Ib. regarding all weight under 16 or 12 Ib.? I 
under 28) 0-604 i dditional 28 Ib. 6d., or/®@® discover none, except that the risk’of loss 
0-214. per Tb. collected and’ de.|makes it the interest of the railways positively 
livered free within 2 miles of|to discowrage small parcels ; but this is the 
under 14 -_ Somerset ewe _ — consequence of the. state of the law, which 

14 to 28) 0-64 |} towns within 3 miles, and other) -ertainly. wants modification. The present 

28 to 56) 0-46 |\ places within a mile of the sta- 

56 to 84) 0-35 || tion. The charge for parcels any |SYStem undoubtedly causes small parcels to 
distance under 12 miles is two-|pass through the post office, through the 
thirds of the through charge; thus/ hands of carriers and through private hands, 

\. 14 Ib. cost 8d., or o°57d. per Ib. 


Small parcels are sent from London. in man 

thousands to country booksellers every mont 

indirectly through the large publishing houses, 
rather than directly through the agency of the 
railways. This system of evasion is prac- 
tised to an enormous extent. Every one in 
a provincial town who has an account with 
the bookseller of the town, tells his London 
correspondent to send his parcel to Messrs. 
Loegmans and Whittakers, with 2d. on 
“ magazine” day, and the pareel is thus sent 
to the country bookseller with bis monthly 
or bimonthly parcel of books. Anomalous 





as it seems, I know that the railways do not 
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object to the booksellers’ parcels. They. pre- 
fer bulk, because the risk and great charges 
for delivery are avoided. Then there are 
certain parties in London and the large towns 
who systematically collect small parcels and 
send them in bulk, The following is a copy 
of the billiof one of these agents, who drives 
a flourishing illicit trade in most of the great 
towns :— 

General Parcel Booking office, Parcels 
forwarded from this office, by —— , to all the 
principal cities and towns in England, every even- 
ing, by loggage or mail trains, at the following 
prices, which, upon comparing them with any other 
tariff, will be seen tovbe considerably lower than 
anything ever yet attempted. 

Rates Including Delivery. 


























Mail train, Luggage train. 

Under Under, Under| Under Under, Under 

1 lb. | 6 1b. |S tb. | 6 Ib. | 12 Ib. 18 Ib. 

s.d.|s.d.j)s. d.\s. d.|s.d.) 8. a. 

Coventry.... «es. 06/091 0/06/0911 0 
Birmingnam,...|96)09)10/06)09)|1 0 
PT oo sis ce ae 09/11 0/1 2109/10/12 
Nottingham. .... 09/10/12)/09}10/12 
Sheffield........ 09)/10)12)/09/10)12 
Manchester.....|1 0)13/16)/09)/10)16 
Liverpool....... 10);13)16/09)1 0/16 
Se o-/ 1 4/1 8/20/09/1 2/18 
POE sb os oe bes 16/110)/23/10;/14/)19 
Hall:..%... 18/20/26/1 8/20/26 
Neweastle....... 20\261'29120);2 6/29 
Bristol.......--..06/09{10/06/09/10 
Gloucester......)0 9)10/12/09/1 0/1 2 
Dublin ..:. 2.4... 2312612 9'20)3 013.6 














® ‘From thence despatched to all the ‘towns and vil- 
Jages adjacent. 

The railways have it in their power to de- 
feat ‘all this, and get great popularity and 
profit in doing so. mh. 
26; It may be: at once admitted that the 
charge by the railways-of only 4d,:for a par- 
celiof a'single pound would not be sufficient. 
ly remunerative ; but granting this, there is 
surely no reason for making the charge at 
once always as high as 6u., and generally 
much higher: If smuggling can with profit 
take a parcel for 6d..to.Coventry by means 
of the railway, why should not the railway 
do it? 

27. The four great elements of cost in the 
transit of railway parcels are receipt, carri- 
age, delivery, and risk. I will endeavor to 
determine what these are :—First, as respects 
carriage; an analysis of the London and 
Birmingham accounts, before mentioned, 
for six months in 1845, shows that for par 
cels per ton per mile, the receipts were 
18:166d.; charges, 3566d.; net receipts 
44 600d. 

» 28, Thus we see that the cost per ton per 
mile for maintenance of way, locomotive, po- 
lice, coaching, and merchandise, coach and 
truck repairs, general charges, mileage duty, 
depreciation, rates and taxes, and delivery, 
and in fact, for all charges whatever in the 
gross, amounts in the whole to 3.566d, or 
about 3$d. per mile, but say 4d., to take a 
round number ; 4d. per ton per mile is at the 
rate of 0.0017d. per pound per mile, so that 
the cost per pound to take it from London to 





Birmingham, 112 miles, and there deliver it, 


is just at the rate of O21., or less than a far- 
thing, including all charges whatever. 

29. This calculation is based upon the 
gross. weight and gross receipts from parcels; 
but as 02d. per pound pay all these expenses 











in the gross, a fortiori, that sum may be 
taken as an ample allowance for the cost of 
the railway expenses proper only, EXCLUSIVE 
OF RECEIPT AND DELIVERY. ‘The cost of car- 
riage, meaning locomotion only, per pound is 
the same to the railway, whether the pounds 
be separate pounds or several in one parcel. 
We will therefore assume 02d. as ample 
payment for the carriage only, of a pound 
for 112 miles, 

30.-Now what shall we add for receipt 
and delivery? What is the cost to the rail- 
way at present? Nothing for receipt, but) 
3d. for delivery'in Birmingham, and 44. in 
London. In small places the delivery is ex- 
ecuted by the porters of the railway, and} 
does not become an extraneous cost. Most 
probably the average cost of receipt and de- 
livery, taking all parcels whatever, is not 
3d. per parcel. And this sum, if the number 
of parcels were increased, might certainly be 
reduced. 

31. The present charges of 31. for delivery 
in Birmingham, and 4d. in London, is a 
high charge, and one which doubtless stands 
in the way of much improvement in the 
mode of assessment. If the post ‘office, be- 
sides carrying, can receive and deliver letters 
for 1d. with great profit, as it does, it is fuir to 
ask another agency to do the latter services 
only for parcels at 2d. The weight of the 
parcel within certain reasonable limits does 
not affect the cost of receipt and delivery. 
Newspaper vending proves how cheap agen- 
cy may be. The Times is actually fetched 
six, eight, ten miles, and then conveyed and 
delivered at subscribers’ houses for Id., the 
vendor taking also the risk of payment of 
the other 4d. The Daily News gives the 
vendor little more than 3d. for the same trou- 
ble. With systematic agency 2d. would be 
an ample remuneration for the receipt and 
delivery, including risk, of any parcel under 
14 lb. weight within the three mile circle of 
St. Martin’s-le-grand in the metropolis, and 
certain limits in the large towns. Ifthe me- 
tropolitan railways would combine to deliver 
parcels, it might be done with profit at this 
sum ; and we shall come to this at last. 

32. The cost on a parcel a pound weight 
from London to Birmingham would there- 
fore stand thus— 

Receipt and delivery, (including cost and risk) 

CRY Gs Lidive AWM ae SWSTbidee view ols'e Ve cb hisioe 2d 
Carriage and other railway expenses........... 02 
What would be a proper charge to the pub- 
lic? If we say 3d., the railway would get 
more than 08d. clear profit; but it must be 
quite obvious that it would get this profit 
upon a much larger amount of business than 
it now does, and therefore the business would 
be so much the more remunerative. Besides, 
in those cases where there was no outgoing 
for delivery, the railway would get the full 
penny charged for it. ‘To begin the scale of 
charge at one pound, and fix a charge of 34., 
or say 4d. for it, between- London and Bir- 
mingham, would be an immense boon to the 
public. 

33. The charge being so /ow, it would be 
quite unnecessary to have any proportionate 
reduction of charge for the intermediate dis- 
tances between London and Birmingham. 
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No proportionate charge would therefore 
have to be made. Three or four pence (take 
4d. if you please,) would be the charge for 
the transmission of a parcel of one pound in 
weight from London to Birmingham, and 
any place short of Birmingham. Hereafter 
the proper charges for subsequent weights 
will be determined 

34. By the adoption of this charge, the 
railway might at once obtain every parcel 
above a quarter of a pound that now passes 
through the post office, other arrangements 
being suitable. 

(lo be continued.) 








NORWICH CAR FACTORY, 
NORWICH, CONNECTICUT. 


T the head of navigation on the River Thames, 
and on the line of the Norwich and Worcester 
Railroad, established for the manufactory of 


RAILROAD CARS, 

OF EVERY DESCRIPTION, V1Z: 
PASSENGER, FREIGHT AND HAND CARS, 
ALSO, VARIOUS KINDS OF 
ENGINE TENDERS AND SNOW PLOUGHS. 
TRUCKS, WHEELS & AXLES 
Furnished and fitted at short notice. 

Orders executed with promptness and despatch. 
=> Any communication addressed to 

JAMES D. MOWRY, 
Gencral Agent, 
Norwich, Conn., 
Will meet with immediate attention. ly8 





AVIS, BROOKS & CO., NEW YORK, 
offer forsale: ¢ 

16@ tons Railroad Iron, 60 pounds per lineal yard, 

of an approved pattern,.and in long bars; also, 

00 tons, ditto, expected to arrive in the month of 

April next. 618 





ANUFACTURE OF PATENT WIRE 
Rope and Cables for Inclined Planes, Stand- 
ing Ship Rigging, Mines, Cranes, Tillers etc., by 
JOHN A. ROEBLING, Civil Engineer, 
Pittsburgh, Pa. 


These Ropes are in successful operation on the 
planes of the Portage Railroad in Pennsylvania, on 
the Public Slips, on Ferries and in Mines, The 
firstrope put upon Plane No. 3, Portage Railrord, 
hast ow run 4 seasons, and is still in good condi- 
tion. 92v1liy 





NEW PATENT CAR WHEELS. 
HE SUBSCRIBERS ARE NOW MANU- 
facturing Metallic Plate Wheels of their in- 
vention, which are pronounced by those that have 


used them, a superior article, and the demand for 
jthem has met the most sanguine expectations of the 


inventors. Being made of a superior quality of 
Charcoal Iron, they are warranted equal to any 
manufacture. 


We would refer Railroad Companies and others 
to the following roads that have them in use. Hart- 
ford and New Haven, Connecticut River Railrvad, 
Housatonic, Harlem, Farmington, and Stonington. 

R & CO. 

January 29, 1848. tf Springfield, Mass. 
RAILROAD IRON, PIG IRON, ETC, 
600 Tons of T Rail 60 lbs. per yard. 

25 Tons of 2} by $ Fiat Bars. 

25 Tons of 24 ty 9-16 Flat Bars. 

100 Tons No. 1 Gartshrorie. 
100 Tons Welsh Forge Pigs. 
For Sale by A. & G. RALSTON & CO, 
No. 4 So. Front St., Philadelphia, 








ACK VOLUMES OF THE RAILROAD 
JOURNAL for sale at the office, No. 105 
Chestnut street, 
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O LOCOMOTIVE AND MARINE EN- 
ine Boiler Builders, Pascal Iron Works 
Philadelphia. Welded Wrought Iron Flues, suita- 
vle for Locomotives, Marine and other Steam En- 
ine Boilers, from 2 to 5 inchesin diameter. Also, 
ipes for Gas, Steam and other purposes; extra 
strong Tube for Hydraulic Presses; Hollow Pis- 
tons for Pumps of Steam Engines, etc. Manufac- 
tured and for sale b 
MORRIS TASKER & MORRIS, 
War>rouse S. E. corner 3d and Walnut Sts., Phila 
delphia it 


HE SUBSCRIBER IS PREPARED TO 





execute at the Trenton [ron Works, orders for| } 


Railroad Iron of any required pattern, and warrant- 
ed equal in every respect in point of quality to the 
best American or imported Rails. Also on hand 
and made to order, Bar Iron, Braziers’ and Wire 
Rods, etc., etc. 

PETER COOPER 17 Burling Slip. 
ly10 New York. 


MPORTANT TO ENGINEERS, CON- 

tractors, and Surveyors.—The Engineer’s, Con- 
tractor’s and Surveyor’s Pocket Table Book, by J. 
M. Scribner, A. M., 264 pages, 24 mo; tuck bind- 
ing, with gilt edge. Published by Huntington & 
Savage, 216 Pearl street, New York. 

The above work comprises Logarithms of Num- 
bers, Logarithmic Sines and Tangents, Natural 
Sines and Natural Tangents; the Traverse Table, 
and a full and extensive set of tables, exhibiting at 
one view the number of cubic yards contained in any 
embankment or culling, and for any base or slope of 
sides usual in practice. Besides these essential tables, 
the work comprises 50 pages more of Mensuration, 
Tables, Weights of Iron, Strength of Materials, 
Formulas, Diagrams, etc., for laying out railroads, 
canais and curves; much of which has never before 
been offered to the public, and all dispensable to the 











engineer. This book will prove a great saving of |dersigned. 


time, and will enable the new beginner to furnish 
results as accurately (and with much greater rapid- 
ity) as the most experienced in the profession without 
iis aid. The tables of Logarithms, etc., have been 
carefully corrected and compared with different edi- 
tions of the same tables; and all the tables through- 
out the book have been read carefully by proofs four 
times; hence the most implicit confidence may be 
placed in their correctness. ; 

Also, Suribner’s Engineer’s and Mechanic’s Com- 
panion, new edition, 264 pages, enlarged, with 35 
pages of entirely new matter, and much improved 
throughoat. 

It is believed these books are so well adapted to 
suit the above professions, that they cannot afford to 
do without them, and that they will aid in reward- 
ing well directed mental labor. 

Both are tor sale by all the principal booksellers 
throughout the United States and Canada. 


OTICE TO RAILROAD CONTRACTORS. 
The completion of the Western and Atlantic 
Railroad of the State of Georgia, from Dalton to 
Chattanooga on the Tennessee river—38 miles, and 
a tunnel for a single track, 1400 feet long. 

Sealed proposals will be received, until the 20th 
day of March next, at the Chief Engineer’s office, 
of the Western and Atlantic Railroad in Atlanta, 
Georgia, for the completion of the grading and ma- 
sonry, the bridging, superstructure, iron rails and 
fastenings, single track tunnel 1400 feet long, depots, 
turn tables, turnouts, pumps and everything else ne- 
cessary for the reception of the locomotives and cars, 
on that portion of the Western and Atlantic railroad 
lying between Dalton and Chattanooga. y 

Proposals are invited for detached, portions of said 
work, and also for the whole in one contract, accord- 
ing tothe Act of the Legislature, approved the 30th 
December, 1847. . 

Plans and specifications can be examined, and de- 
tailed information given at the Chief Engineer’s of- 
fice, in Atlanta, on and after the 2ist of February 





next. GEO. W. TOWNS, Governor. 
WM. L. MITCHELL, Chief Engineer. 
Atlanta, Ga., January 24, 1848. [76] 





T imported to order and constantly on hand 
grees A, & G. RALSTON 


Sortie ua IRON AND LOCOMOTIVE 
by : 
4 Sovth Front St., Philadelphia. 


Mar. 20tf 


SD > 


DAVENPORT & BRIDGES” * 


CAR WORKS, CAMBRIDGEPORT, MASS, 





Manufacture to Order, Passenger and Freight Cars of every description, and of the most improved 
pattern; also furnish Snow Ploughs and Chilled Wheelsof\any patternand size. Forged Axles, Springs, 
Boxes and Bolts for Cars at the lowest prices. 
All orders punctually executed and torwarded to any part of the country. 
_Our Works are within fifteen minutes ride from State street, Boston—Omnibuses pass every fifteen 
minutes, 104 





FRENCH AND BAIRD'S PATENT SPARK ARRESTER. 
rf\O THOSE INTERESTED IN p= eae 











Railroads, Railroad Directors 
and Managers are respectfully invi-§ 
ted to examine an improved Spark-f 
Arrester recently patented by the un-ff 



















Our improved Spark Arresters} 
have been extensively used during the 
last year on both passenger & freight} 
engines, and have been brought tof 
such a state of perfection that no an- 
noyance from sparks or dust from the 
chimney of engines on which they 
are used is experienced. | 

These Arresters are constructed on € Se eee ee 
an entirely different principle from any heretoiore offered to the public’ 
The form is such that a rotary motion is imparted to the heated air. 
smoke and sparks passing through the erm 5 and by the centrifu- 
gal force thus acquired by the sparks and dust they are separated from 
the smoke and steam, and thrown into an outer chamber of the chimney 
through openings near its top, from whence they fall by their own 
gravity to the bottom of this chamber; the smoke and steam passing 
off at the top of the chimney, through a capacious and unobstructe 
passage, thus arresting the sparks without impairing the power o. 
the engine by diminishing the draught or activity of the fire in the furnace. ; 

These chimneys and arresters are simple, durable anid neat in appearance. They are now in use 
on the following roads, to the managers and other officers of which we are at liberty to refer those who 
may desire to purchase or obtain further information in regard to their merits , 

R. L. Stevens, President Camden and Amboy Railroad Lomaer i Richard Peters, Superintend- 
ant Georgia Railroad, Augusta, Ga.; G. A. Nicolls, Superintendant Philadelphia, Reedy ana 
Pottsville Raiiroad, Reading, Pa.; W. E. Morris, President Philadelphia, Germantown and Norris- 
town Railroad Company, Philadelphia; E. B. Dudley, President W. and R. Railroad Company, Wal 
mington, N. C.; Col. James Gadsden, President S. C.and C, Railroad Company, Charleston, S. C.; 
W. C. Walker, Agent Vicksburgh and Jackson Railroad, Vicksburgh, Miss. ; R. S: Van" Rensse- 
laer, Engineer and Sup’t Hartford and New Haven Railroad; W.R.M’Kee, Sup’t Lexington and'‘Ohio 
Railroad, Lexington, Ky.; T. L. Smith, Sup’t New eet Railroad Trans. Co.; J. Elliott, Sup’t Mo- 
tive Power Philadelphia and Wilmington Railroad, Wilmington, Del. ; J. O. Sterns, Sup’t Elizabeth- 
town and Somerville Railroad; R. R, Cuyler, President Central Railroad Company, Savannah, 
Ga.; J. D. Gray, Sup’t Macon Railroad, Macen, Ga.; J. H. Cleveland, Sup’t Southern Railroad, 
Monroe, Mich.; M. F. Chittenden, Sup’t M. P. Central Railroad, Detroit, Mich.; G. B. Fisk, Presi- 
sident Long Island Railroad, Brooklyn. : 

Orders for these Chimneys and A’rresters, addressed to the subscribers, care Messrs. Baldwin & Whit- 
ney, of this city or to Hinckly & Drury, Boston, will be promptly executed. FRENCH & BAIRD. 

N. B.—The subscribers will dispose of single rights, or rights for one or more States, on reasona- 
ble terms. Philadelphia, Pa., April 6, 1844. 

«*s The letters in the figures refer to the article given in the Journal of June, 1844, ja45 


OCOMOTIVE AND CAR AXLES. AILROAD IRON.— THE $6 MONTOUR 
The Subscribefs are now prepared to receive Iron Company,” Danyaile, Pa.,. is mecporer! 
orders for the well known and approved Reading |to execute orders for the heavy Rail Bars of any 
Locomotive and Car Axles—drawn to any required $e po ah sn use, in me pointor als Pang “ 
ttern from Bloom Iron only. Address and equal in every respee % 
ae SAM’L KIMBER & CO., | ply to MURDO€K, LEAVITT & CO, 
Willow Street Wharf, sag Agents, 
lu: Phiiadelphia, Pas 1y48 77 Pine St., New Yoik, 




















AY’S EQALAZING RAILWA ! 
ber evens recently formed a business connection in the City of New 





York, expressly for the manutacture of the newly patented and highly ap- 
sved Railroad Track of Mr. Fowler M. Ray, is ready to receive orders for 
lilding the same, from Railroad Companies and Car Builders in the United 

Siates, and elsewhere. ; 

The above Truck has now been in "ts2 from one to two years on several 
roads a sufficient length of time to test its aurability, and other good qualities, 
and to satisfy those who have used it, as may be sven by reference tu the cer- 
tificates which follow this notice. 

There have been several improvements lately introduced upon the Truck, 
such as additional springs in the bolswer of passenger cars, making them de- 
lightful riding cars—adapting it to tenders, trucks forward of the locomotive, 
and freight cars, which, with ils original good qualities, make it in all re- 
specs the most desirable truck now offered to the public. 

Orders for the above, will, for the present, be executed at the New York 
Screw Mill, corner 33d street and 3d avenue, (late P. Cooper’s rolling mil]s) 
gud at the Steam Engine Shop of T. F. Secor & Co., foot of 9th street, East 








ANGLISH PATENT WIRE ROPES—FOR THE USE OF MINES, RAILWAYS, ETC.— 


for sale or imported to order by the subscriber. 
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Y TRUCK.--THE SUBSCRI- 









These Ropes are manufactured on an entirely different principle from any other, and are now al- 
most exclusively used in the collieries and on the railways in Great Britain, where they are considered 
to be greatly superior to hempen ones, or iron chains, as regards safety, durability and economy. The 
plan upon which they are made effectually secures them from corrosion in the interior, as well as the 
exterior of the rope, and gives a greater compactness and elasticity than is found in any other manu- 
Many of these ropes have been in constant operation in the different mines in England, and on the 
B all and other inclined planes, for three and four years, and are still in good condition. 


They have been ied to almost every p for which hempen ropes have been used—mines, 
heavy cranes, , window cords, lightning conductors, signal halyards, tiller ropes, etc. 
Reference is made to the annexed statement for the relative strength and size. Testimonials trom the 


most eminent engineers in England can be shown oa their efficiency, rary oad additional information 
required respecting the different descriptions and application will be given by 

sie: “ “ . ALFRED L. KEMP, 

75 Broad street, New York, sole agent in the United States, 


Statement of Trial made at the Woolwich Royal Dock Yard, +f the Patent Wire Ropes, as compared with 
Hempen Ropes and Iron Chains of the same strength.—October, 1841. 


~ 
































: WIRE ROPES. HEMPEN ROPES. 52 CHAINS. |STRENGTH 
Wire gains Circumference) weight per fathom. |iteumlcrence| weight perfathom. | Weight per|Diameter| pong, 
INCH — LBS, OZ. INCH, LBS OZ. LBS, | INCH, 
ll 4k ns 10 re 50 =| -:15-16 20 
3 3} 8 3 8} ~ aha 27 | «11-16 134 
4 3h 6 1 nt 12 8 17 9-16 10} 
15 25 5 2 6} 9 4 | 133 | 12 | 7 
16 oy 4 3 6 8 8 103 | 7-16 ” 




















N.B. The working load, with a perpendicular lift, may be taken at 6 cwt. for every lb. weight per fathom, so 
that a rope weighing 5 lbs. per fathom would safely lift 3360 lhs., and so on in proportion. 1y24 


AILROAD SCALES.---THE ATTEN- ICOLL’S PATENT SAFETY SWITCH 
tion of Railroad Companies is particularly re- for Railroad Turnouts, This invention, for 





== 





quested to Ellicotts’ Scales, made for weighing load- some time in successful operation on one of the prin- 


ed cars in trains, or singly, they have been the in-cipal railroads in the country, effectually prevents 
ventors, and the first to make platform scales in the engines and their trains from running off the track 
United States; supposing that an experience of 20 at a switch, left wrong by accident or design. 


yout Men free a knowledge and superior advan-| It acts independently of the main track rails, being 


ie levers of our scales are made of wrought 
iron, all the bearers and fulcrums are made of the 
best cast steel, laid on blocks of granite, extending). 
across the pit, the upper part of the scale only being’ 
made of wood. E. Ellicott has made the largest 


ithem, 


| It is never touched by passing trains, except when 
n use, preventing their running off the track. 


\laid down, or removed, without cutting or displacing 


It is 
simple in its construction and operation, requiring 








river, Sd which firm the subscriber was late a partner) under the immediat 
supervision of Mr. Ray himself. : 

Several sets of trucks containing the latest improvements have recently 
been turned out for the New York and Erie railroad, and the New Jersey 
Transportation company, which may be seen upon said roads. 

- sate patronage of Railroad Companies and Car Builders is respectfully 
solicited. 

New York, May 4, 1846. W. H. CALKINS, and Others. 

To all whom it may concern:—This is to certify that the New Haven, 
Hartford and Springfield railroad co., have had in use six sets of F. M. Ray’s 
ears trucks for the last 20 months, during which time it appears to me, the 

ave proved to be the bes and most economical truck now in use. 
[{Signed,] Wituiam Roe, Sup’t of Power. 

I certify that F. M. Ray’s Patent Equalizing Railroad Truck has beeo in 
use on the Philadelphia and Reading railroad for some time past, under a 
passenger car. 

For siniplicity of construction, economy in cost, lightness of material, and 
exireme ease of motion, | consider it the. best truck we have ever used. Its 
peculiar make also renders it less liable to be thrown otf the track, when pas- 
sing over any obstruction. We intend using itextensively under the passen- 
ger and freight cars of the above road. 

Reading, Pa., October 6, 1845. [Signed] G. A. Nicout, 

Sup,t Transportation, etc., Philadelphia and Reading Railroad. 

To all whom it may concern :—This isto certify that the N. Jersey Rail- 
road and Transportation company have used Fowler M. Ray’s Truck for the 
last seven months, during which time it has operated to our entire satisfaction. 
I have no hesitation in saying that it is the simplest and most economical 
truck now in use. {Signed,} T. L. Suva, 

Jersey City, November 4, 1845. N. Jersey Railroad and Transp, Co. 

This is to certify that F. M. Ray’s Patent Equalizing Railroad Truck has 
been in use on the Long Island railroad for the last year, under a freight car. 

For simplicity of construction, economy in cost, lightness of material and 
ease of motion, I consider it equal to any truck we have in use. 

Long Island Railroad Depot, [Signed,] Joun Leacn, 

Jamaica November 12, 1845. ly19 Sup’t Motive Power. 
O RAILROAD COMPANIES AND MAN 
ufacturers of railroad Machinery. The subscri- 

bers have for sale Am. and English bar iron, of all 
sizes; English blister, cast, shear and spring steel; 
Juniata rods; car axles, made of double refined iron; 
sheet and boiler iron, cut to pattern; tiers for loco- 
motive engines, and other railroad carriage wheels, 
made from common and double refined B. O. iron; 
the later a very superior article. The tires are 
made by Messrs. Baldwin & Whitney, locomotive 
engine manufacturers of this city. Orders addres- 
sed to them, or to us, will be promptly executed. 

When the exact diameter of the wheel is stated in 
the order, a fit to those wheels is guaranteed, saving 
to the purchaser the expense of turning them out in- 
side. THOMAS & EDMUND GEORGE 
245  N.E. cor. 12th andMarket sts., Philad., Pa. 
4 NEWCASTLE MANUFACTURING 

Company continue to furnish at the Works, 
situated in the town of Newcastle, Del., Locomotive 
and other steam engines, Jack screws, Wrought iron 
work and Brass and Iron castings, of all kinds con- 
nected with Steamboats, Railroads, ete.; Mill Gear- 
ing of every description; Cast wheels (chilled) ot 
any pattern and size, with Axles fitted, also with 
wrought tires, Springs, Boxes and bolts for Cars; 
Driving and other wheels for Locomotives. 

The works being on an extensive scale, all orders 
will he executed with promptaess and despatch. 
\Comrnunications addressed to Mr. William H. 
\Dobbs, Superintendent, will meet with immediate 
attention. ANDREW C. GRAY, 

a45 President of the Newcastle Manuf. Co, 





EARNEY FIRE BRICK. F. W 
BRINLEY, Manufacturer, Perth Amboy 
N.J. ‘Guaranteed equal to any, either domestic m 
toreign, Any shape or size made to order. Terms 
mos. from delivery of brick on board, Refer to 
James P. Allaire, 
Peter Coorer, New York. 
Murdock, Leavirt & Co. 
J. Triplett & Son, Richmond, Va. 
J. R. Anderson, Tredegar lron Works, Rich- 





Railroad Scale in the world, its extreme length was °0/Y two Castings and two Rails; the latter, even il mond, Va. 
one hundred and twenty feet, capable of weighing much worn or used, not objectionable. — J. Patton, Jr. 2 privadelphia. Pa 
ten loaded cars at a single draft. It was put on the| Working Models of the Safety Switch may be| Colwell & Co. ths aa 
Mine Hill and Schuylkill Haven Railroad. seen at Messrs, Davenport and Bridges, Cambridge-| J, M. L. & W. H. Scovill, Waterbury, Con. 
We are prepared to make scales of any size to port, Macs.,and atthe office of the Railroad Journal; WE. Screw Ca} p43 RI 
weigh from five pounds to two hundred tons. ew York, Eagle Serew Co. ; rape ene onan 
' COTT & ABBOTT. Plans, Specifications, and all information obtained; William Parker, Supt. Bost. and Wore. R. R. 
Factory, 9th street, near Coates, cor. Melon st. _on application tothe Subscriber, Inventor, and Pa-/ New J Malleable Iron Co., Newark N,J 
Office, No. 3 North 5th street, 'tentee G. A. NIC ! Gardiner, Harrison & Co. Newark, N.J 
ly Philadelphia, Pa. jaid Reading, Pa. 25,000 to 30,000 made weekly. 35 
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KE UNDERSIGNED Manufacture to order Locomotive Steam Engines of any plan or size. 
Their shops being enlarged, and their arrangements considerably extended to facilitate the speedy 


execution of work in this branch, they can offer to Railway Companies unusun! advantages for prompt 
delivery of Machinery of superior workmanship and finish. 
Connected with the Locomotive business, they are also prepared to furnish, at short notice, Chilled 


Wheels for Cars of superior quality. 


Iron and Brass castings, Axles, etc., fitted up complete with Trucks or otherwise. 


NORRIS’ BROTHERS. 





ACHINE WORKS OF ROGERS, 

Ketchum & Grosvenor, Patterson, N. J. The 
undersigned receive orders for the following articles, 
manufactured by them of the most superior descrip- 
tion in every particular. Their works being exten- 
sive and the number of hands employed beinglarge, 
they are enabled to execute both large and small or- 
ders with promptness and despatch, 

Railroad Work. 

Locomotive steam engines and tenders; Driving 
and other locomotive wheels, axles, springs & flange 
tires; car wheels of cast iron, from a variety of pat- 
terns, and chills; car wheels of cast iron with 
wrought tires; axles of best American refined iron; 
springs; boxes and bolts for cars. 

Cotton, Wool and Flax Machinery 
of all descriptions and of the most improved patterns, 
style and workmapebip, 

Mill gearing and Millwright work generally; 
hydraulic and other presses; press screws; callen- 
ders; lathes and tools of all kinds; iron and brass 
castings of all yor es 

ROGERS, KETCHUM & GROSVENOR, 


Paterson, N. J., or 60 Wall street, N. York. 





1G AND BLOOM IRON.—THE SUBSCRI- 
bers are agents for the sale of numeruus brands 
of Charcoal and Anthracite Pig Iron, suitable for 
Machinery, Railroad Wheels, Chains, Hollowware, 
etc. Also several brands of the best Puddling Iron, 
Juniatta Blooms suitable for Wire, Boiler Plate, Axe 
Iron, Shovels, etc. The attention of those engaged 
in the manufacture of [ron is solicited by 
A. WRIGHT & NEPHEW, 
laf Vine St. Wharf, Philadelphia. 





& C. WASON, Manufacturers of every 
e style of Freigut and Baggage Cars.—Forty 
rods east of the depot, Springfield, Mass. 
Running parts in sets complete, Wheels, Axles, 
or any part of cars furnished and fitted up at short 
notice and in the best manner. 


N .B. Particular attention paidto the manufac-|- 


ture of the most improved Freight Cars. We refer 
to the New Haven, Hartford and Springfield ; Con- 
necticut River; Harlem; Housatonic, and Western, 
Mass., Railroads, where our cars are now in con- 
stant use, 

Dece.25 1847.—ly. 
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LOCOMOTIVE WORKS. 


BUSHHILL, SCHUYLKILL SIXTH-ST., PHILADELPHIA, 
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poe STEEL FOR LOCOMOTIVES, 
}2 Tenders.and Cars. The Subscriberis ensagep 
in manufacturing Spring Stee! from 1} to Gin 
in width, and of any thickness required: large quan- 
tities are yearly furnished for railroad purposes, and 
wherever , its — has been approved of. 
The establishment being large, can execute orders 
with great promptitude, at reasonable prices, and the 
quality warranted. Address 

JOAN F. WINSLOW, Agent, 
ly Albany Iron and Nail Works, 


HE SUBSCRIBERS ARE PREPARED TO 

> eens ordersat their Phoenix hea for Rail- 
road Iron of an uired pattern in quali: 
and finish to he Seal im Lary ay , ’ 

VES, BUCK & CO., 
Philadelphia. 

ROBERT NICHOLS, Agent, 
L6rf No. 79 Water St.. New York. 


C HILLED RAILROAD WHEELS—THE 
undersigned are now prepared to manufacture 
their Improved Corragaied Car Wheels, or Wheels 
with any form of Spokes or Disks, by a new process 
which prevents all strain on the metal, such as is 
is produced in all other chilled wheels, by the man- 
ner of casting and cooling. By this new method of 
manufacture, the hubs of all kinds of wheels may 
be made whole—that is, without dividing them into 
sections—thus rendering the expense of banding un- 
necessary; and the wheels subjected to this process 
will be much sironger than those of the same size 
and weight, when made in the ordinary way. 

A. WHITNEY & ON. 

Willow St. below 13th, 
Nov. 10, 1847. [tf] Philadelphia, Penna. 


ATENT HAMMERED RAILROAD, SHIP 
and Boat Spikes. The Albany Iron and Nail 
Works have always on hand, of theirown manufac- 
‘ure, a large assortment of Railroad, Ship and Boat 
Spikes, from 2to 12inches in length, and of any form 
of head. From the excellence of the material al- 
ways used in their manufacture, and their very gen- 
eral use for railroads and other pal ore in this coun- 
try, the manufacturers have no hesitation in warrant- 
ing them fully equal to the best spikes in market, 
both as to quality and appearance. All orders ad- 
dressed to the subscriber at the works, wi:l be prompt- 
ly executed. JOHN F. WINSLOW, 


Albany Iron and Nail Works, Troy, N. Y. 

The above spikes may be had at factory prices, of 

Erastus Corning & Co., Albany; Hart & Merritt, 

New York; J. H. Whitney, do.; E. J. Etting, Phil- 
adelphia; Wm. E. Coffin & Co. Boston. ja45 


ATENT RAILROAD, SHIP AND BOAT 

Spikes. The Troy Iron and Nail Factory keeps 
constantly for sale a very extensive asso ° 
Wrought Spikes and Nails, from 3 to 10 inches, 
manutactured by the subscriber’s Patent Machinery, 
which after five years’ successful operation, and now 
almost universal use in the United States (as: well 
as England, where the subscriber obtained a patent) 
are found superior to any ever offered in market. 
Railroad companies may. be supplied with Spikes 
having countersink heads suitable to holes in iron 
rails, to any amount and on short notice. Almost 
all the railroads now in progress in the United States 
are fastened with Spikes made at the above named 
factory—for which p they are found invalua- 
ble, as their adhesion is more than double any com- 
mon spikes made by the hammer. 

All orders directed to the Agent, Troy, N. York 
will be punctually attended to. 
HENRY BURDEN, Agent. 
Spikes are kept for sale, at Factory Prices,by 1. 

& J. Townsend, Albany, and the principal Iron mer- 
chantsin Albany and Troy; J. I. Brower, 222 Water 
St., New York; A.M. Jones, Philadeiphia; T. Jan- 
viers, Baltimore; Degrand & Smith, Boston. 
*,* Railroad Companies would do well to forward 
their orders as early as practicable, asthe subseriber 
is desirous of extending the manufcturing so as to 
meee pat with the daily increasing demand. 
ja4tS 


AILROAD IRON—800 TONS’ OF THE 
latest and most improved pattern of T Rail— 














BOORMAN, JOHNSTON 





weighing about 60 Ibs. to the are, for any 7 
” 


Im jal 119 Greenwich St., New Yori 





















OSTON AND MAINE RAILROAD. 
Upper Route, to Portland and the East. 

, WINTER ARRANGEMENT, 
RA Commencing October 4, 1847, 


PORTLAND TRAINS. 
Leave Boston at 7 A.M. and 24 P.M. 
Leave Portland at 74 A.M. and 3 P.M. 
GREAT FALLS TRAIN. 
Leave Boston at 34 P.M. 
Leave Great Falls at 64 A.M. 
LAWRENCE TRAINS. 
Leave Boston at 7, 114 a.m., 24, 34, 54 p.m. 
Leave Lawrence at 7, 8}, 1! a.m., 3}, 64 p.m. 
HAVERHILL TRAINS. 
Leave Boston at 11} A.M. and 54 PW. 
‘Leave Haverhill at 7 A.M. and 3} P.M. 
READING TRAINS. 
Leave Boston at 8} A.M. and 63 P.M. 

Leave Reading at 6-50 A.M, and 1} P.M. 
MEDFORD BRANCH TRAINS. 
Leave Boston at 74, a.m., 12 m., 24, 44, 6 p.m. 
Leave Medford at 7, 8}, a.m., 14, 34, 5 p.m. 

The Depot in Boston is on Haymarket Square. 
ly3l CHAS. MINOT, Super’t. 


USTON AND PROVIDENCE RAIL- 
road. Passenger Notice. Summer Arrange- 


= ment, On and after Mon- Fore} 


day, April 5, 1847, the Pas- 
senger Trains will run as follows: 

Steamboat train via Stonington—Leaves Boston 
every day, except Sunday, at 5.o’clock p.m. 

Accommodation Trains—leave Boston at 7 and 
104 a.m. and 4 p.m., and Providence at 7} and 10} 
a.m. and 4} p.m. 

Dedham trains, leave Boston at 8 a.m., 124, 34, 
64 and 9 Pm. Leave Dedham at 7 and 9} a.m. and 
24, 54 and 8 p.m. 

; Stoughton trains, leave Boston at 114 a.m, and 
5h we Leave Stoughton at 7 10 a.m. and 3} 
25if 











.m, 
ll baggage at the risk of the owners Saat 
W. RAYMOND LEE, Sup’t. 


\TEW YORK & HARLEM RAILROAD 
CO.—Summer Arrangement.—On and after 


Tuesday, June Ist, 1847, the cars reve} 


will run as follows, until further 
notice. Up trains will leave the City Hall for— 

Yorkville, Harlem and Morrisana at 6, 8 and 11 
a.m., 2, 2 30, 5 and iA ea 

For Morrisiana, Fordham, Williams’ Bridge, 
Tuckahoe, Hart’s Corner and White Plains, 7 and 

-10 a.m., 4 and 5 30 p.m. 

For White Plains, Pleasantville, Newcastle, Me- 
chaniecsville and Croton Falls, 7 a.m. and 4 p.m. 
Freight train at 1 p.m. 

Returning to New York, will leave— 

Morrisiana and Harlem, 7, 8 20 and 9 a.m., 1, 3, 
4 30, 6, 6 28 and 8 p.m. 

Fordham, 8 08 and 9 15 a.m., 1 20 and 6 15 p.m. 

Williams Bridge, 8 and 9 08 a.m., 1 10,6 08 p.m. 

Tuckahoe, 7 38 and 8 25 a.m., 12 55 and 5 52 p.m. 

White Plains, 7 10 and 8 35 a.m., 12 50, 5 35 p.m. 

Pleasantville, 8 15 a.m. and 5 15 p.m, 

Newcastle, 8 a.m. and 5 p.m. 

Mechanicsville, 7 48 a.m. and 4. 48 p.m. 

Croton Falls, 730 a.m. and 430 p.m. Freight 
train at 10 a.m, 

Freight train will leave 32d street for Croton Falls 
and intermediate places, 4 a.m and City Hall 1 p.m. 

Returning, leave Croton Falls 10 a.m. and 94 p.m. 

ON SUNDAYS, the trains will run as follows: 

Leave City Hall for Croton Falls, 7 a.m, 4 p.m. 

Croton Falls for City Hall, 7 30 a.m., 4 30 p.m, 

Leave City Hall for White Plains and interme- 
diate places, 7 and 10 a.m. 4 and 5 30 p.m. 

White Plains for City Hall, 710 and 8 35 a.m., 
12 30 and 5 35 p.m. 

Extra trains will be run to Harlem, Fordham and 
woeme Bridge on Sunday, when the weather is 

ne. 

The trains to and from Croton Falls will not stop 
on N. York island, except at Broome st. and 32d st. 

| Acar will preceed each train 10 minutes to take 
up rs in the city. 

from New York to Croton Falls and Somers 

$1, to Mechanicsville 87ic., to Newcastle 75c., to 

Pleasantville 683)c. to White Plains 40c, Q5ifF 








re ee 


ONC D.-- PASSENGER 
Trains in connection with the Lowell & Nash- 


ua Railroads, run daily between bea 
ose Concord and Boston, Sundays 
excepted, as follows. viz: 

Leave Concord at 540 and 11 5 a.m. and 3 15 p.m. 

Leave Boston at 7 and 11 a.m. and 5 p.m. 

This road runs by Nashua and Manchester to 
Concord N. H., where it connects with the Northern 
railroad, extending from Concord to the mouth of 
White river in Vermont, 18 miles of which road, to 
Franklin, is now opened, and the remainder is ra- 
pidly completing. 

It is the direct route to Central and northern New 
Hampshire, andto Montpelier, Burlington, and other 
towns in northern Vermont, and has a greater pro- 
portion of railroad conveyance in those directions 
han any other line. 

It is also the British Steam Mail Line, and the 
nearest route from Beston to the Canadas. Nume- 
rous stages connect with all parts of the road. 

For further information, apply at B. P. Cheney 
& Co.’s Express ofhce, No 8 Court St., and Averill 
& Dean, No. 15 Elm 8t. 

All passengers’ baggage should be properly mark- 
ed, and when valued at more than $50, notice must 
be given, and extra charges paid, or no loss beyond 
such amount will be allowed. 
26tf N. G. UPHAM, Supt. 

ORWICH AND WORCESTER RAIL- 
Road. Summer Arrangement. Change of 
te Hours.. Commencing on 


oe Wednesday, April 21, 1847. ite, 
Accommodation Trains, daily, (except Sunday.) 


Leave Norwich, at 6a.m., and 4} p.m. Leave 
Worcester, at S4 a. m., and 4} p. m. 

3*r The morning Accommodation Trains from 
Norwich, and from Worcester, connect with the 
trains of the Boston, and Worcester and Western 
railroads each way. 

The Evening Accommodation Train from Wor- 
cester connects with the 24 p.m. train from Boston. 

New York Train via Steamboat—Leave Nor- 
wich for Boston, every morning, except Monday, on 
the arrival of the stamboat from New York, stop- 
ping at Norwich and Danielsonville. 

Leave Worcester for New York, upon the arrival 





of the train from Boston, at about 64 p.m., daily, ex- 7 


cept Sunday, stopping at Danielsonville and Nor- 
wich. 

Freight Trains daily each way, except Sunday.— 
Leave Norwich at 7, and Worcester at 6 30 a. m. 
Special contracts will be made for cargoes, or large 
quanties of freight, on application to the superinten- 
dent. 

x¢> Fares are Less when paid for Tickets than whe1 
paid in the Cars. ££ 
32 ly J W. STOWELL, Sup’t 

ONG ISLAND RAILROAD COMPANY. 
Summer Arrangement. Onand after Monday 

’ May Jst, trains will run as 
aa . follows, except Sundays: ie. 

Leave—Brooklyn at 9 1-2 a.m. for Farmingdale, 
L 1-2 p.m. for Greenport, at 4 p.m. for Farmingdale, 

Leave Farmingdale at 7 a.m for Brooklyn, 12 m. 
do., at 3 1-4 do. do. 

Leave Greenport at 8 1-2 a.m. for Brooklyn. 

Leave Jamaica at 8 a.m. for Brooklyn, at 1 p.m. 
do., at 4} p.m do. 

On Saturdays, a train will leave Brooklyn for 
Yaphank, at4 p.m. Leave Yaphank, on Mondays 
for Brooklyn at 5 1-2 a.m. 

On and after May 15th, and until September Ist, 
1847, a train will leave Jamaica at 7 a.m. for Brook- 
yn—leave Brooklyn at 6 p.m. for Jamaica, and will 
land and receive passengers at any place between 
Brooklyn-and Jamaica. 














On Sundays—leave Brooklyn at 8 1-2 a.m. for 
Farmingdale; leave Farmingdale at 4 p. m., for 
Brooklyn. 

Freight Trains—leave Brooklyn at 10 a.m. for 
Greenport; leave Greenport at 12 m. for Brooklyn. 

Baggage crates will be in readiness at the foot of 


Whitehall street, to receive baggage for the several 
trains, 30 minutes before the hour of starting from 
the Brooklyn side. 

The steamer “ Statesman,” Captain Nash, leaves 
Greenport for Sag Harbor on the arrival of the Ac- 
«ommodation train from Brooklyn. 

DAVID 8. IVES Sup’t, 


belt 
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Nee YORK AND PHILADELPHIA RAIL- 
road line—direct. Via Newark, New Bruns- 
t Fe. R wick, Princeton, Trenton, 
and Bristol. (Through in 
six hours.) Leaving New York daily from the foot 
of Liberty street. 
Morning line:............9 o'clock a.m, 
Mail pilot line............45 .m. 
The lines proceed direct to Bristol without change 


of cars, and thence by the new steamer, “ John Ste- 
vens,” to Philadelphia. 


FARE BETWEEN NEW YORK &- PHILA, 
Biiret clase Cats io605 20h 00. 0c0 ee $4 00 
Second class chy6si%%.......<.....3 00 

Passengers will procure their T7¥ckets at the office 
foot of Liberty st., where a commodious steamboat 
will be in readiness with Baggage-crates on board. 

Fifty pounds of baggage will be allowed to each 
passenger in this line, and passengers afe expressly 
prohibited from taking anything as baggage but 
their wearing apparel, which will be at the risk of 
the owner. 

Philadelphia Baggage-crates are conveyed from 
city to city, without being opened by the way. Each 
train is provided with a car, in which are apart- 
ments and dressing rooms expressly for ladies’ use 

Returning, the lines leave Philadelphia from the 
foot of Walnut st. at 9 a.m, and 4 1-2 p.m. 

The lines for Baltimore leave Philadelphia dail 
except Sundays, at 8 a.m., 3} and 10 p.m., and Su 
days only at 10 p.m.—being a continuation of the 
line from New York. 25if 


ESTERN RAILROAD.—ON AND AF- 

ter Monday, April 5, 1847, the passenger 
2 fs Rtrains will leave daily, Sun- 
Sannin ays excepted, as follows: 


Boston at 8 a. m. and 4 p. m. for Albany.’ 
Albany at 7 1-4 a. m. and 5 m. for Boston. 
Springfield at 8 1-2 a. m. and 1 p. m. for Albany 
Springfield at 8 1-2 a. m.and 1 1-2and 3 p. m. (or 
on arrival of the train from New York) for Bostun. 
Day line to New York, via Springfield —The 
steamboat train leaves Boston at 6 a. m., and arrives 
in New York at 7 p. m., by the steamboats Travel- 
ler, New York, or Champion. Returning, leaves 
New York at 6 1-4 a. m., and arrives in Boston at 











.™m, 
ight line to New York.—Leaves Boston at 4 p. 
m,, and arrives in New York at 5 a. m. 

Albany and Troy.—Leave Boston at 8 a. m., 
Springfield at 1 p. m., and arrive in Albany at 6 p. 
m.; or, leave Boston at 4 p.m., Springfield next 
morging at 8 1-2, and arrive in Albany at 1 1-2 p.m. 

The Troy trains connect at Greenbush. 

The trains for Buffalo leave at 74 a.m. and 7 p.m. 

For Northampton, Greenfield, etc.—The trains of 
the Connecticut River Railroad leave Springfield at 
g 1-4 a.m., 1 and 3 p.m., and passengers proceed di- 
rectly on to Brattleboro’, Windsor, Bellows Falls, 
Walpole, Hanover, Haverhill, etc. 

For Hartford—The trains leave Springfield on 
the arrival of the trains from Boston. 

The trains of Pittsfield and North Adams Rail- 
road leave Pittsfield on the arrival of the trains from 
Boston. 

N. B.—No responsibility assumed for any bag- 
gage by the passenger trains, except for wearing 
apparel not exceeding the value of fifty dollars, un- 
less by special agreement. 

JAMES BARNES; Sup’t and Eng’r. 
C. A. SEAD, Agent, 27 State street, Boston, 


REAT SOUTHERN MAIL LINE! VIA 

Washington city, Richmond, Petersburg, Wel- 

don and Charleston, S. C., direct to New Orleans. 

The only Line: which carries the Great Southern 

Mail, and Twenty-four Hours in advance of Bay 
Line, leaving Baltimore same day. 

Passengers leaving New York at 4} P.M., Phila- 
delphia at 10 P.M., and Baltimore at 64 A.M., pro- 
ceed without delay at any point, by this line, reach- 
ing Richmond in eleven, Petersburg in thirteen and 
@ half hours, and Charleston, 8. C., in to days from 
Baltimore. . 

Fare from Baltimore to Charleston..... «e+ $21 00 

x re « _ Richmond......... 6 60 

For Tickets, or furtherinformation, apply at the 





Ticket Office, adjoining the gt 
Railroad ‘ AA mga Bo, a Sor to ial 
lyl4 STOCTON & FALLS, Agents, 
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Naw YORE AND ERIE RAILROAD LINE 
SUMMER ARRANGEMENT. For passen- 


gers, twice each way daily, 
Seer except Sunday,) leave New Se 


York from the foot of Duane St. at 7 o’clock, A. M. 
and at 4 o’clock, P. M. by steamboat, for Piermont, 
thence by cars to Ramapo, Monroe, Chester, Go- 

‘shen, Middletown, Otisville, and the intermediate 
stations. 

The return trains for New York will leave Otis- 
ville at 6 30, A.M. and415, P. M.; Middletown at 
7 A.M. and 440, P. M.; Goshen at 722, A. M. and 
-5 3, P.M.; Chester at 7 35, A. M. and 5 18, P. M. 

Fare between New York and Otisville, $1 50; 
way-fare in proportion. 

‘or Mitx—Leave Otisville at 5} o’clock, morn- 
ing and evening. 

‘orn Freicut—The barges ‘Samuel Marsh and 
“ Henry Suydam, Jr.” will leave New York (from 
the foot of Daan St.) at 5 o’clock, P. M. daily (ex- 
cept Sundays.) 

No freight will be received in New York after 5 
e’clock, P. M. 

Freight for New York will be taken by the trains 
leaving Otisville at 104 o’clock, A. M.; Middletown 
at 114, A. M.; Goshen at 124, P. M.; Chester at 1 
o’clock, P. M., etc., ete. 

For farther particulars, apply to J. F. CLARK- 
SON, Agent, corner of Duane and West Sts., New 
York, or to S. S. POST, Superintendent Transport- 
ation, Piermont. 

Qaf H. C. SEYMOUR, Sup'’t. 

ITTLE MIAMI RAILROAD COMPANY. 
Fall and Winter Arrangement, 1847, Onand 


after Monday, September 20th, te 
until further notice, a Passenger 
train will run as follows: 

Leave Cincinnati daily at9 A. M., for Milford, 
Foster’s Crossing, Deerfield, Morrow, Fort Ancient, 
Freeport, Waynesville, Spring Valley, Xenia, Yel- 
low Springs, and Springfield. Returning, will leave 
Springfield at 44 a.m, Upward train arrives at 
Springfield at 2 p.m, Downward train arrives at 
Cineinnaii at 10} a.m. 

Freight trains will run each way daily. 

Messrs. Neil, Moore. & Co. are running the fol- 
lowing stage lines in connection with the road: 

A daily line from Xenia to Columbus and Wheel- 
ing, carrying the great Eastern mail. 

Daily lines from Springfield to Columbus, Zanes- 
ville and Wheeling. Also to Urbana and Bellefon- 
taine, 

A line of Hacks runs daily in connection with 
the train between Deerfield and Leganon. 

Passengers leaving for New York and Boston, ar- 
rive at Sandusky city via Urbana, Bellefontaine & 
the Mad River and Lake Erie railroad, in 27 hours, 
including several hours’ sleep at Bellefontaine. “To 
the same point via Columbus, Delaware, Mansfield 
and the Mansfield and Sandusky city railroad, is 32 
hours. Distance from Cincinnati to Springfield by 
railroad 84 miles. 
From Springfield to Bellefontaine by stage, 

over a good Summer road 32 
From Bellefontaine to Sandusky city by 





eee eee eee eee eee eee Pewee ee 


PaHOR “Sy UES ss os Vet Aas ies 102 
Fare—From Cincinnati to Lebanon....$1 00 
ot « “ Xenia....5. 1 50 

‘i ~ “ Springfield.. 2 00 

ee ee “ Columbus... 4 00 


“ Sundusky city 7 00 

The Passenger trains runs in connection with 
Strader & Gorman’s line of Mail Packets to Louis- 
ville. 

Tickets can be procured at the Broadway Hotel, 
Dennison House, or at the Depot of the Company 
on East Front street. 

Further information and through tickets for the 
S) lines, may be procured at P, Campbell, Agent 
on Front street, near Broadway. 

The company will not be responsible for baggage 
beyond 50 dollars. in value, unless the same is re- 
turned to the conductor or agent, and freight paid at 
of a passage for every $500 in value over that 


amount. 
471f W. H. CLEMENT, Sup’, 


Bea AND SUSQUEHANNA 
Railroad.—Reduction of Fare. Morning and 


Afternoon Trains between Balti- ik 


— more and York.—The Passenger 
trains run daily, except Sunday, as follows: 

Leaves Baltimore at 9 a.m. and 34 p.m. 
AITIVES at.......-e0e5-0-e0+-9 a.m. and 64 p.m. 
Leaves York at..........-...5 a.m.and3 p.m. 
Arrives at 12} p.m. and 8 p.m. 
Leaves York for Columbia at..14 p.m. and 8: a.m. 
Leaves Columbia for York at..8 a.m.and2 p.m. 


FARE. 

WOOO: MONKS 0 4:sin ge Kae. Ae 
se WRPIGMOITEI 6.5. 5 odie Kas aged conde 2 00 
6 Cit guides dctalonneed< sue eee 


Way points in proportion. ‘ 
PITTSBURG, GETTYSBURG AND 


HARRISBURG. 
Through tickets to Pittsburg via stage to Har- 
cl) TCC rT ee 
Or via.Lancaster by railroad.......:..... 00. 10 
Through tickets to Harrisburg or Gettysburg... 3 


In connection with the afternoon train at 34 o'clock, 
a horse car is run to Green Spring and Owing’s 


Mill, arriving at the Millsat............ p-m 
Returning, leaves Owing’s Mills at........ 7 am 
D. C. H. BORDLEY, Sup’t 


31 ly Ticket Office, 63 North st. 


EXINGTON AND OHIO RAILROAD. 
Trains leave Lexington for Frankfort daily, 


at 5 o’elock a.m., aud 2 p.m. 
Sere Trains leave Frankfort for ive ah 
ington daily, at 8 o’clock a.m. and 2 p.m. Dis- 
tance, 28 miles. Fare $1-25. 

On Sunday but one train, 5 o’clock a.m. from 
Lexington, and 2 o’clock p.m. from Frankfort. 
The winter arrangement (after 15th September to 


15th March) is 6 o’clock a.m. from Lexington, and 
ma. 9. trom Frankfort, other hours as above. 35ly 


ENTRAL AND MACON AND WEST- 
ern Railroads, Ga.—These Roads with the 

Western and Atlantic Railroad 
ast of the State of Georgia, form a 


continuous line from Savannah to Oothcaloga, Ga., 
of 371 miles, viz: 








Miles. 

Savannah to Macon—Central Railroad ....... 

Macon to Atlanta—Macon and Western 

Atlanta to Oothcaloga—Western and Atlaniic.. 80 
Goods will be carried from Savannah to Atlanta 

and Oothcaloga, at the following rates, viz: 

On Weight Goods—Sngar,Cof- 
fee, Liquor, Bagging, Rope, 
Butter, Cheese, ‘Tobacco, 
Leather, Hides, Cotton 
Yarns, Copper, Tin, Bar & 
Sheet Iron, Hollow Ware & 
Castings... o.'. das Sete tec $0 

Flour, Rice, Bacon in Casks 
or boxes, Pork, Beef, Fish, 
Lard, Tallow, Beeswax, Mill 
Gearing, Pig lron and Grind 


‘To 


Atlanta. 
3 Ootncaloga, 


50 


eo 
o 


Leckdobe bbkles> apes? 0 50 
On Measurement Goods—Box- 
esof Hats, Bonnets and Fur- 
niture, per cubic foot....... 
Boxes and Bales of Dry Goods, 
Saddlery, Glass, Paints, 
Drugs and Confectionary, 
per cubic foot 
Crockery, per cubic foot 
Molasses and Oil, per hhd., 
(smallereasksin proportion). 9 00 
Ploughs, (large,) Cultivators, 
Corn Shellers, and Straw 
Cutters, each 
Ploughs, (small 
b 


0 624 


0 26 


0 20 pr. 1001bs. 35 
op > a 


12 50 


ee 


sewers 


1 50 
1 05 


») and Wheel- 
0 80 


Salt, per Liverpool Sack 0 9 

Seams ann to Atlanta, $10; Children, 
under 12 years of age, half price, 

Savannah to Macon, $7, 

x7 Goods consigned to the subscriber will-be for- 
warded free of Commissions. 

zx’ Freight may be paid at Savannah, Atlanta 
or ba 





P. WINTER, Forwarding Agent, C. R. R. 
Savannah, Avg. 15th, 1846. ly34 


‘EB ALTIMORE AND OTTO RA 3 
MAIN STEM. The Train ae e 
Great Western Mail leaves Bal- | 


timore every morning at 7} and 

Cumberland at 8 o’clock, ing Ellicott’s 
Frederick, Harpers Ferry, Martineburgh and Han- 
cock, connecting daily each way with—the Wash- 
ington Trains at the Relay House seven miles 
‘rom Baltimore, with the Winchester Trains at 
flarpers Ferry — with the various railroad and 
steamboat lines between Baltimore and Philadelphia 
and with the lines of Post Coaches between 
berland and Wheeling and the fine Steamboats on 
the Monongahela Slack Water between Browns- 
ville and Pittsb Time of arrival at both Cum- 
berland and Baltimore 54 P. M. Fare between 
those points $7, and 4cents per mile for less distan- 
ces. Fare through to Wheeling $11 and time about 
36 hours, to Pittsburgh $10, and time about 32 hours. 
Through tickets from Philadelphia to Wheeling 
$13, to Pittsburgh $12. Extra train daily ex 
Sundays from Baltimore to Frederick tae 

and from Frederick to Baltimore at 8 A. M. 


WASHINGTON BRANCH. 
Daily trains at9 A. M. and’5 P. M. and 12 at 


*!night from Baltimore and at 6 A. M. and 53 P.M, 


from Washington, connecting daily with the lines 
North, South and West, at Baltimore, Washingtor. 
and the Relay house. Fare $1 60 through between 
Baltimore and Washington, in either direction, t 
cents per mile for intermediate distances. sl3y! 


ENTRAL RAILROAD-FROM SAVAN= 
| nah to Macon. Distance 190 miles, 


This Road is open for the trans- 
oe portation of Passengers and pad . 
\Freight. Rates of Passage, $8 00. Freight — 
On weight goods generally... 50 cts. per hundred. 
On measurement goods ...... 13 cts. per cubic ft.} 
On bris. wet (except molasses 
and Oil)........ «++. +++ 50 per barfel, 
On bris. dry (except lime)... 80 cts. per barrel. 
On iron in pigs or bars, cast- 
ings for mills, and unboxed 
machinery .... ++. +s+es05 40 cts. per hundred. 
On hhds. and pipes of liquor, 
not over 120 gallons...... $5 00 per hhd. 
On molasses and oil....... $6 00 per hhd. 
| Goods addressed to F. Winter, Agent, forwardes 
free of commission. THOMAS PURSE, 
y40 Gen’l. Sup’t. Transportation. 
OUTH CAROLINA RAILROAD.<---A 
Passenger Train runs daily from Charleston, 
on the arrival of the boats from 
Wilmington, N.C., in connection Soh 
with trains on the Georgia, and Western and n- 
tic Railroads—and by stage lines and steamers con- 
‘hects with the Montgomery and West Point, and 
‘the Tuscumbia Railroad in N. Alabama. 
Ege prom: from Charleston to Montgomery 
al 
Fare through from Charleston to Huntsville, 
Decatur and Tuscumbia.... b¥es tose 
The South Carolina Railroad Co, engage to re- 
ceive merchandize consigned to their order, and to 
forward the same to any point on their road; and to 
ithe different stations on the Georgia and Western 
and Atlantic railroad; and to Montgomery, Ala., by 
‘re West Point and mass ge BA ag 
JOHN 


125 G, Jr, Agent. 


HE WESTERN AND ATLANTIC 

Railroad.—This Road is now in operation to 
Oothealoga, a distance of 80 miles, and connects 
daily (Sundays excepted) with the Georgia Rail- 
road, 


From Kingston, on this road, there isa tri-weekly 
iline of stages, which leave on the arrival of the cars 
on Tuesday, Thursday and Saturday, for Warren- 























ee ee ee 

















5 jton, Huntsville, Decatur and Tuscumbia, Alabama, 


and Memphis, beg oy : 

On the same days, the stages leave Oothcaloga 
for Chattanooga, Jasper, Murfreesborough, Knox- 
ville and Nashville, Tennessee, 


| This is the most expeditious route from the east to 
any of these places. 
CHAS, F. M. GARNETT, 


Chief E’ 
Atlanta, Georgia, April 16th, 1846, 


lyt 





























. Qf Engineer and General Superintendent. 


: onc nai carried over the above roads at 2 cents 


t 


160. 
“PHILADELPHIA AND READING RAIL- 
ROAD.—Passenger Train Arrangement for 


“Toe. 
pia a A Passenger Train will leave 
ladelphia and Pottsville daily, except Sundays, 


at 9 o'clock A. M. 

The Train from Philadelphia arrives at Reading 
at 12 18 M. 

The Train from Pottsville arrives at Reading at 
10 43 A. M. 








Fares. Miles. ,No. l. No. 2. 
Between Phila. and Pottsville, 92 3°50 and $3:00 
. ° Reading, 58 225and 1-90 

« — Pottsville “ 34 140 and 120 


Five minutes allowed at Reading; and three at 
other way ‘stations. 
P. Depot in Philadelphia corner of Broad 


‘AMERICAN RAILROAD JOUKNAL. 


ee ae At en ee re ee 


DAY, CROSKY & ROSS, 
. « COMMISSION MERCHANTS, 
67 ‘Trreavneepie Srremt, Lonvon, 
13 Orcnarp Prace, SovrHampron. 
SHIPPING & COMMISSION.AGENTS 


FOR . 
PASSENGERS, SPECIE, GOODS, PARCELS ete. 
z+ To all parts of the United States, North and 
South America, West Indies, India, [overland or 
otherwise,] Constantinople, Egypt, the Mediterrane- 
an, the Peninsula, and all parts of France—via 
Havre. eas ae tbe « ‘ 4 

Agents at Cowes for the Ocean Steam Navigation 
of New York. 
i Persons wishing to transact business with 





8tf| Messrs. D. C. & R., will pleaseapply to the subsecri- 


assenger 
and Vine streets. f 
SeHILADELPHIA, WILMINGTON & 
BALTIMORE RAILROAD.--1847. 


et Sumner Arrangement, ah 
hiladelphia for Baltimore. ..8 a.m. and 10 p.m. 


Baltimore for Philadelphia ...9 a.m. and 8 p.m. 
Connecting with Mail Lines North, South & West. 
 - On Sundays, only the 10 P. M. Lines run. 
The Boat Lines, via Newcastle & Frenchtown R.R. 


Leave Philadelphia at S p-m. ? No line on Sun-}- 
at 3 p.m. 


Leave Baltimore : day. é 
Accommodation Trains between Philadelphia & 
‘Wilmington —Philadelphia to Wilmington, 8 a.m., 
mail, 12% p.m., 4 bm p.m. 10 pam. mail. Wil- 
mington to Philadelphia, 7 a.m., 1 p.m., mail, 4} p. 
m., 7 p.m, 124 a.m., night mat 
J, R. TRIMBLE, 





EORGIA RABELROAD. FROM AU- 
GUSTA to ATLANTA—171 MILES. 
AND WESTERN AND ATLANTIC RAILROAD FROM AT- 
LANTA TO DALTON, 100. MILEs. -. 
This Road in connection with 
oe the South Carolina Railroad and 
estern and Atlantic Railroad now forms a con- 
tinuous line, 408 miles in-} , from Charleston 
to Dalton (Gross Plains) in Murray county, Ga.— 
32 miles from Chattanooga, Tenn. 








. ggs | ss 

bia | 223 

RATES OF FREIGHT. £3 335 

a<% | @6z 

“Se = 

271 miles. 408 miles. 

Ist class.|Boxes of Hats, Bonnets, 
and Furnature, per cu- 

bic foot.......... .»+-|80 18 |$0 28 


Qd class,|Boxes and Bales of Dry 
Goods, Sadlery, Glass, 
Paints, Drugs and Con- 
fectionary, per 100 Ibs.| 1 00 | 1 50 
3d class.|Sugar, Coffee, Liquor, 
Peakiie, Rope, Cotton 

Yarns, Tobacco, Lea- 
@ ther, Hides, Copper, 
Tin, Feathers, Sheet 
Iron, Hollow Ware, 
Castings, Crockery,etc.| 0 60 | 0 85 
4th class.|Flour, Rice, Bacon, Pork, 
Beef, Fish, Lard, Tal- 
low, Beeswax, Bar 
Tron, Ginseng, Mill 





Gearing, Pig Iron, and 
Grindstones, etc...... 040 | 0 65 
Cotton, per 100 Ibs...... 045 |07 
Molasses, per hogshead.| 8 50 |13 59 
" “ barrel....) 250. | 4 25 
Salt per bushel.........] 0.18 
Salt per Liverpool sack..| 0 65 


Ploughs, Corn Shellers, 
Cultiy ators, Straw Cut- 
ters, Wheelbarrows... 075 1 50 


German or other emigrants, in lots of 20 or 








mile, 
om consigned iv S. C. Railroad*Co. will be 
torwarded free of commissions. Freight a at 
#dalton. - cghet Nie, F. C. ARMS, 


ber, who will make cash advances on ¢onsignmehts 


to their address, oN - 
July 3i—ly ROBERT GRACIE. 
New York. 


O RAILROAD COMPANIES ano. BUILD- 
a ERS OF MARINE AND. LOCOMOTIVE 
ENGINES AND BOILERS. 


PASCAL IRON WORKS. __ 
WELDED WROUGHT IRON TUBES 


From 4 inches to } in calibre and 2 to 12 feet long, 
capable of sustaining pressure from 400 to 2500 Ibs. 
per square inch, with Stop Cocks, T+. L*, and 
Other fixtures to suit. fitting together, with serew 
inte, suitable for STEAM. WATER, GAS, and for 
JOMOT LV E and other STEAM BOILER Fcvas, 


Ge % 5) 


oe =e | 
Manufactured and for sale by 
MORRIS, TASKER & MORRIS.- 
@arehouse 8. E. Corner of Third & Walnut Streets, 
PHILADELPHIA. 


HE SUBSCRI- 
, ber has.on hand 




















his best Levelingand 
Surveying Instra- 
ments, among them 
his improved Com- 
pass for taking angles 
without the needle— 
also Bells, suitable 
for Churches, Rail- 
rvad Depots, etc. ANDREW MENEELY. 
West Troy, May 12, 1847. ly*21 


LAP—WELDED 
WROUGHT IRON TUBES 
FOR 


TUBULAR BOILERS, 
FROM 1 1-4 TO GINCHES DIAMETER, 
and 
ANY LENGTH, NOT EXCEEDING 17 FEET. 

These Tubes are of the same quality and manu- 
facture as those so extensively used in England, 
Scotland, France and Germany, for Locomotive, 
Marine and other Steam Engine Boilers. 

THOMAS PROSSER, 
Patentee. 
28 Platt street, New York. 


Le ROSENDALE AYDRA- 
ulic Cement. ‘This cement is warranted equa) 
to any manufactured in this country, and has been 
pronounced be oe to Francis’ “Roman.” Its 
value tor Aqueducts, Locks, Bridges, Flooms and 
all Masonry exposed to dampness, is well known, 
as it sets immediately under water, and increases in 
solidity for years. 

For sale in lots to suit purchasers, in tight paper. 
ea barrels, by JOHN. W. LAWRENCE 

















t. of Transportation. 
ugusta, Ga, July 15, 187 #. 44*ly 





142 Front New York. 
<> Orders for the above will be received ane 
promptly attended to at this office. 32 ly 


* @ good assortment of] . 






DEAN, PACKARD & 


_ MANUFACTURERS OF ALI. KINDS OF 


RAILROAD CARS, 

s : : 
PASSENGER, finashe ato CRANK CARS, 
SNOW PLOUGHS | AND ENGINE TENDERS 
OF VARIOUS KINDS, 


CAR WHEELS and AXLES fitted and furnished. 
at short notice; also, STEEL SPRINGS 
of various ‘Kinds; and 

SHAFTING FOR FACTORIES, 
i> The above may be had atorder atour Car Factory, 
Revet’ D ; 

Busse Picxarp, > SPRINGFIELD, MASS. 
Isaac Minus, ty48 


T AP-WELDED WROUGHT IRON TUBES 
for Tubular Boilers, from 14 to-15 inches dia- 
meter, and any length not exceeding 17 feet—man- 
ufactured by the Caledonian Tube Company, Glas- 
gow, and for sale by 
IRVING VAN WART, 
12 Platt street, New York. 
r, JOB CUTLER, Pateniee. 
These Tubes are extensively used by the British 
Government, and by the principal’ Engineers amu 
Steam Marine and Railway Companies inthe King- 
dom... ‘> : Wtf 
ENGINEERS’ AND SURVEYERS? - 
. INSTRUMENTS MADE BY 
EDMUND DRAPER, - ~ 


_, Surviving r of ; 
STANCLIFFE & DRAPER. 














No 23 Pear street, 


below Walnut, 
ly10 near Third, 


Philacelphia. 











AMERICAN RAILROAD JOURNAL. 
Orrice at THE FRANKLIN House, 
105 Chestnut Street, 
PHILADELPHIA, PA. 

This is the only periodical having a general circu 
lation throughout the Union, in which all matters 
connected with public works can be brought to the 
notice of all persons in any way interested in these 
undertakings. Hence it offers peculiar advantages 
for advertising times of departure, rates of fare and 
freight, improvements in machinery, materials, as iron, 
timber, stone, cement, etc. It is also the best miedium 
for advertising contracts, and placing the merits of 
néw undertakings fairly before the public. 


TERMS. — Five Dollars a year, in advance. 
RATES OF: ADVERTISING. 





One ‘page per annum.............-..0... $125 00 
One column * wens 000 node nednan 50 00 
SD ROMO.) edey bones couddecises 15 00 
One page per month............s02.++0. 20 00 
One column =“ wn 40 beep den 8se seteeer’ 8.00 
J a ror Serie: sees 260 
One page, single insertion............. --» 800 
Tp Cape oe dan anes ne ep an. re 
aieiiiiee iMiocd Senate ccc e oe a 
Professional notices per annum. ......... 5 | 


ir LETTERS and COMMUNICATIONS for 





this Journal may be directed to the Editor; 
. De K. MINOR, * 











